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If you want a full account from 
day to day you can get it in 


THE DAILY TRAFFIC WORLD 


One Railroad President said of our daily account of the first part of the hearing: 
“Ji’s the best that I have seen.” Another said: ““We want five sets for our 
records.” A large shipper said: “Don’t fail to send us the Daily during the 
Hearing.” ‘You give the evidence, the newspapers, the spectacular story.” 


We expect to cover the latter part of the 
hearing even more completely than before. 


SEND YOUR ORDER NOW 
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Commerce 





Somewhat carefully interpreted, commerce is an ex- 
change of products or merchandise of any character be- 
tween those who produce for sale and those who wish 
to buy. In this interchange, because of the complexities 
of our modern civilization, there are many phases, but 
ithe most essential factors are those who produce, those 
who carry for distribution, and those who consume. 

The widely scattered character of consumers makes 
their consideration practicable only as affected through 
production and distribution. The agencies for dealing 
with carriers are, of course, shippers, but these are often 
not the producers, because ownership may have been 
transferred before transportation begins. It very often 
is true that the shipper is not directly interested in the 
acts of the carriers. 

The law relating to Interstate Commerce confines 
itself largely to the relations between shipper and car- 
rier, so that responsibility for its observance may more 
easily be located and hence both are responsible. The 
purpose in naming the shipper was presumably because 
of his being more specifically than anyone else sponsor 
for fair treatment to the consumer. Neither shippers 
nor carriers are separately commerce, nor are they to- 
gether commerce in its completeness, other forms of 
service entering into the interchange before it is a fin- 
ished contract between the producer and the consumer. 
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SMALL DEALER BIG FACTOR 


Their Influence Far Reaching in Legislation— Value 
of the Most Considerate Treatment 
to Transportation 








Washington, D. C., September 16.— 
The influence of the smaller dealer or 
the merchant in retail life in its 
effect upon legislation is perhaps not 
reckoned by the railroads. There is 
a very important phase to be con- 
sidered among the thousands of these 
men, whose votes make the legis- 
latures, and the pleasing or antag- 
onizing of them is one of the greatest 
factors in radical law-making. 

It is not in their case a protest so much against an 
unfair rate basis, as it is a fight against the treatment 
received from those in a subordinate capacity, in rail- 
way life, in the enforcement of rules and the application 
of rates. In the very nature of their business they 
are not warranted in employing men expert in traffic 
matters, because the volume of shipments is insufficient 
to justify it, and they have no time to give much 
attention to this part of it themselves. When they have 
taken up matters of this nature with railways, the 
results have been unsatisfactory and, through lack of 
experience, they let the question of redress drop, but 
not the question of more restraint for the transportation 
companies. Courteous explanation that rates used were 
legal ones and the only legal ones, and when there 
were misunderstandings an effort to make the uncer- 
tain situations clear and an apparent wish to adjust 
any financial errors as promptly against the railway 
companies, as when in their favor, if they had formed 
a policy of the transportation lines in the past history 
of the carriers, would have ben a great mollifier of 
to-day’s quite too general ill feeling. 

In proof of our correctness in these statements we 
quote below a letter from a member of an associated 
interest of 1,000 or more such dealers in the northwest: 

The extract is as follows: 





“IT have read with a great deal of interest several, 
or all, of your editorials with reference to the trans- 
portation companies, and the public; there is a lot of 
good common sense and reason in your statements. You 
are certainly fair to both sides. 

“There is one side of this question—as I see it— 
which is mentioned but seldom, if at all, and that is 
just what effect the retail merchant and small shippers 
have on our legislation, either for or against trans- 
portation companies. 

“Any legislation for lower rates or better conditions 
rarely ever benefits the smaller shippers, yet they are 
the ones who elect or help to elect our law makers. 
They have the idea that they are being cheated or im- 
posed upon on every hand, and when a politician de- 
clares himself as being against transportation com- 
panies, he gets their votes and influence. 

“I do not believe that the amount of charges which 
they pay has very much to do with their attitude—it 
is due to the fact that the railroads and express lines 
have since their organization charged any rates which 
their agents see fit, and no attempt has been made 
to satisfy the merchant that such was the legal rate. 

“The practice for a number of years—which is still 
followed by a-large number of the companies—was to 
keep all overcharges and to collect undercharges—it 
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would be a very ignorant merchant that would not 
know that something like this was being practiced, when 
he is called upon to pay additional amounts and never 
refunded anything for errors the other way. 

“Then, too, the agent will tell a merchant that he 
owes so much: if there is a dispute, it is either pay 
or leave the goods. If the agent would take a little 
time (and was competent) to talk the matter over, 
explaining how charges were arrived at, etc. a. great 
deal of the antagonism would be avoided. 

“The merchant not only gets this from the agent, 
but from the claim office; he sends his claim and, due 
to ignorance, has omitted some information that should 
have been supplied. In place of trying to adjust this 
claim and give the merchant what is due him, the 
claim clerk immediately looks for ways and means to 
decline instead of pay. 

“If the claim is not declined, it is held up for six 
months to two years—in many cases. 

“The railroads maintain the Western Railway Weigh- 
ing Association and Inspection bureau, as well as others 
in other territory; these inspectors and weighers, as a 
rule, are $50 to $75 clerks, and it is not to be supposed 
that they are authority on many questions; yet their 
inspection usually governs, even though the same be 
in error. ; 

“Another point: I have been in the service for about 
fifteen years, and I can’t recall a single instance where 
an inspection was made and charges lowered—unless by 
request. This may be the practice at some points, but 
if so, I have failed to find it out. 

“I do not believe that railroad managers approve 
of this method of doing business. However, they sanc- 
tion it by employing cheap help and by not investigating.” 

There is not the least sarcasm nor attempt to 
arouse contention. The story is simple and clear in 
its narration. and it appeals to the reader because it 
is the writer’s experience, and he most logically has 
seen that the results are unnecessary, for the cause 
can easily be removed. His criticisms in no way apply 
to the representatives who are abreast of the times, 
and refer only to those who have been a part of the 
influences in making the times what they are. There 
are some 250,000 manufacturing interests in the United 
States. There are some four times as many small con- 
signees, who pay many millions in freight charges, and 
practically all vote. W. B. B. 


The New Examiners 


Washington, D. C., September 16—Among the pro- 
motions recently made public at the offices of the In- 
terstate Commerce Commission are the appointments 
of Ross D. Rynder, Allen P. Matthew and Arthur R. 
Mackley as special examiners. Mr. Rynder, who leaves 
the position of private secretary to Chairman Knapp, 
is a native of Pennsylvania, who was educated at Indi- 
ana State University, taking his law course at the 
National Law School in Washington. He took service 
with the Interstate Commerce Commission in 1904 as 
assistant to Martin S. Decker, now on New York 
public service commission, became Chairman -‘Knapp’s 
secretary in 1907, and on July 1, 1910, was appointed 
as attorney for the Commission, to act as special ex- 
aminer. 

Mr. Matthew came from the Pacific Coast to Wash- 
ington and is a graduate of the university of his home 
state, California. His legal studies were pursued at the 
Harvard Law School, and since October 15, 1907, he 
has been private secretary to Commissioner Franklin 
K. Lane. On July 1 of the present year his appoint- 
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ment as attorney for the Commission, to act as special 
examiner, became effective. 

Mr. Mackley is a native of Ohio, and after gradua 
tion at the City High School, he took his law cours: 
at Georgetown University Law school, and a post-grad 
uate course in addition thereto. His connection wit! 
the Interstate Commerce Commission began October 
1907. February 1, 1909, he became private secretary t 
Commissioner Judson M. Clements, remaining in that 
capacity until his appointment, July 1 of this year, a 
an attorney for the Commission and special examiner. 

Familiarity with the duties of their new position 
both through observation and experience, and the su) 
plemental fact that all these men are well equipped b 
education and native capacity to meet their added respo: 
sibilities, quite naturally will be pleasing to shippers and 
carriers in emphasizing the importance of these pr 
motions. They mean intelligent and conscientious anal; 
sis of the many questions of a wide range they mu 
be such influential factors in carrying to a solution. 


W. B. B. 
The New York Hearings 


Washington, D. C., September 16.—There seems to 
be a_lack of understanding of the purpose of the hea 
ings now being held by examiners of the Interstat: 
Commerce Commission in New York, and also thos: 
preceding them in Chicago. Under the amendments to 
the commerce law, the Commissioners have power to 
suspend rates upon the protest of shippers, or upo' 
their Own initiative. Having, in accordance with the 
statute, ordered certain suspensions, the burden of proot 
is thrown upon the carriers for two things: First, to 
establish a necessity for increased rates, and second 
the reasonableness of the proposed increase. 

The hearings now proceeding and those that wer 
lately held are preliminary steps only, in order that 
carriers may defend in their own way the propos: 
advances. To do this they are now submitting thei! 
records to the examiners whose investigations will late: 
go to the Commissioners for a complete analysis. I 
substance the carriers are enjoined from making 
schedule of proposed rates effective, and are presenting 
reasons for dissolution of the restraining order. 1: 
modify or confuse this phase of the question may pos 
sibly place the shippers in the light of defendants, it 
the reasons set forth are attacked in a hasty manne! 
Such an attack may‘never be necessary, for the pres 
entations may not be conclusive. 

Shippers will have later opportunity to give th 
opposing evidence relating to their ideas of the inad: 
quacy of the railways in establishing a defense. W: 
have been informed that the Wabash railway has ex 
pressed a willingness to furnish complainants wit 
copies of its statement, and that the same have bee! 
given to counsel for shippers. Naturally other inte: 
ested lines must follow suit, and consequently the exhibit 
must be without any effort’ at concealment. Examina 
tion of the railway’s position can be carefully mad 
through the study of these documents, and if it seem 
to be overdrawn and unfair, that can be brought o1 
in the bill of exceptions later. 

There are some shippers who say the railways nee‘ 


the money, but, granting this, they wish to know how 
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he proposed increase is to be distributed over the 
iffic. Certain of the shipping interests assert that 
ome rates are too high, others relatively too low. 
Proposed increases, it is stated, do not cover those 
things that are not at present bearing their due pro- 
portion of the cost of transportation. The proposition 
has been advanced to us, that certain rates were taken 
rom the classes some years since. Later, not for any 
mercial reason, but because of the tonnage neces- 
ties of certain roads, competition reduced the rates, 
reductions becoming general, though many com- 
panies carried none of the traffic, and that when the 
Hepburn act was made effective, the tariffs following, 
carried as the published legal rates these low schedules. 
They seek for a realignment of these unequal condi- 
tions by the railways. This they claim was their hope 
in favoring a suspension clause in the new commerce 
law. We believe one or two railway executives to have 
so regarded the rate complexities. 

The exhibit at present is an opportunity given to 
the railways to show what they believe they ought to 
have, and why. In this respect, they are entitled to a 
free and fair~ chance. If their statements are insuffi- 
cient to convince the Interstate Commission, after the 
evidence of shippers is presented, we assume they will 
consider that they have not properly studied condi- 
tions. We believe the situation would be _ simplified 
if those who regard certain rates to be relatively too 
low would specify the rates, and the nature of the 
nequality. It might help the railways in arranging a 
satisfactory basis. If it be true that certain rates are 
independently too high, the more nearly an approxima- 
tion of what a proper relative basis should be, can 
be arrived at. 

Our idea is that the shippers and railways should 
have free range in their presentation, for two important 
reasons, and one is a clearer and better knowledge of 
the reasons for their misunderstandings. The other is 
that these most important hearings, to later be closed 
by the findings of the Interstate Commerce Commis- 
sioners, must give those who are observing some idea 
of the fairness of such a battle as is now being waged, 
and those engaged in the contest will have the full 
strength of public sentiment in future, in insisting now 
strictly upon what is right, without evasion or class 
preference. We understand the controversy to be a 
question between shippers generally and carriers gen- 
erally, and it is therefore national in breath. W. B. B. 


To Support Stevens Bill 


New York, September 16.—Members of the Council 
of the North American Grain Exchanges, at a meeting 
held in this city a few days ago, adopted resolutions 
urging the passage of the so-called Stevens bill of lading 
act, introduced in the last session of Congress. 

“Without such relief as this bill furnishes,’ declare 
the resolutions, “the practice of issuing bills of lading 
in advance of the receipt of property will tend to in- 
crease rather than diminish, and thus impair all con- 
fidence on the part of merchants, banks and bankers 
in the bill of lading and eventually eliminate its use 
altogether as a means for securing loans, and thereby 
cause confusion and congestion in the marketing of our 
Various crops.” 


EASTERN RATE HEARING ENDS 


Scene of Rate Battle to Shift to Chicago—Presidents 
to Take Stand at Washington Session 











New York, September 15 (Special).—An ad- 
journment in the eastern rate hearing was taken 
to-day. When the battle over Official Classification 
territory increases is resumed, Washington will 
probably be the scene of the conflict, and the 
presidents of the eastern lines the principal wit- 
nesses. This action on the part of the carriers 
is said to have been precipitated by the motion 
made by Attorney Thorne of the live stock ship- 
pers, that all the evidence submitted at New York 
be stricken from the records on the ground that 
the shippers had had no opportunity to cross- 
examine the men who really could explain the 
exhibits, and not the mere compilers. 

The western hearing will be resumed Monday 
at Chicago. It is expected that one or more of 
the Commissioners will preside. 





(Special Correspondence to The Traffic World.) 

Shippers and carriers continued their battle over 
proposed advances in Official Classification territory 
rates before examiners for the Interstate Commerce 
Commission this week. Below is presented a digest of 
the testimony for the major portion of the hearing, as 
prepared especially for Tink Trarric Wortp. The re- 
view of the closing sessions of the hearing will be pub- 
lished in the next issue. 

During the opening session of the first day’s hearing, 
in further deevlopment of his cross-examination of Auditor 
John T. Leary, of the Baltimore & Ohio, on the subject of 
cost of equipment and material, Mr. James, counsel for the 
shippers’ association and National Industrial Tariff League, 
brought out a general statement by Mr. Leary that prices 
had increased in 1909-10 on approximately 90 per cent of 
the materials purchased, but Mr. Leary added that he 
was not prepared to state specific increases on specific 
items. With consent of counsel he finally agreed to 
submit data to the Commission, these data to include 
contracts, etc., as noted in the previous report in THE 
Trarric Wortp of Mr. Leary’s cross-examination. Mr. 
James added that he wished the data to show “the 
specifications on car wheels (for instance), and the 
quantities to be furnished, and the time over which 
they are to be furnished, and what, if any, wheels are 
to be taken in exchange for the new wheels.” 

Attorney Lyon of the Commission insisted, in refer- 
ence to the data to be furnished, that not only the 
prices of materials be furnished, but that adequate in- 
formation be given as to the comparative “efficiency of 
materials.” 

Taking up again the surplus of the estimated in- 
crease in freight revenue over the increase in wages, 
Mr. James asked the witness if he did not know that 
the increases in the cost of materials, for which pre- 
sumably this surplus would be used, had already taken 
place. The witness replied that “the increases have been 
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taking place,” but he déclined to express an opinion 
and stated that he was unable to submit facts showing 
whether or not the railroad “really needed this pros- 
pective increase for materials in the coming year.” 

Mr, James’ next inquiries were with reference to the 
methods of charging expenditures, additions and better- 
ments on the books of the company, and, in particular, 
the method of carrying things paid for out of revenue 
to the capital account. The questions and answers in 
this line were in part as follows: 

Mr. James: Will you tell the Commission what you 
understand in your books by expenditures for additions 
and betterments? 

Mr. Leary: I include charge to capital account. 

Mr. James: Now, under the Interstate Commerce 
Commission’s ruling, this is a proper subject to be 
capitalized, is that not a fact? 

Mr. Leary: That is a difference of opinion among 
railroad people. 

Mr, James: If there had been charged expenditures, 
additions and betterments, and whether at the time 
they were made, they were charged to maintenance of 
way or maintenance of equipment or operating expenses 
or to income, if ultimately the value of the property, the 
railroad property, that is to say, the road bed and the 
structures and the equipment were greatly in excess 
of the par value of the stock, that excess would become 
subject to capitalization, would it not? 

Mr. Leary: I would say yes, so far as it covers 
additions. 

Mr. James: Or if the company wanted to raise a 
new revenue, it would become a subject of capitalization? 

Mr. Leary: No, I do not think so. 

Mr. James: It would become the subject, for exam- 
ple,.of the ear trust bond equipment? 

Mr. Leary: In my opinion, it is a charge to capital- 
ization; but to justify that by an increase in capital: 
I do not know whether that is a good thing or not. 
I prefer not to say. 

Mr. James: Is it not a fact that within the last 
ten years there has been charged, or there have been 
large sums of operating revenue devoted to, additions 
or beitterments and charged to income account? 

Mr. Leary: Yes. 

Mr. James: Is it not a fact that in your 83rd annual 
report for the year ending June 30, 1909, it is therein 
stated as follows: Amount charged to income, as appears 
in detail in this report and the several annual reports 
beginning with 1900—there has been charged to income 
during the period from July 1, 1899, to June 30, 1909, 
inclusive, sums aggregating $21,000,230*on account of capi- 
tal improvement, and $4,961,648 on account of miscel- 
laneous improvement? 

Mr. Leary: Yes. 

Examiner Brown: What are you trying to do? That 
is a matter of record with the Commission. You are not 
trying to dispute that statement by this witness? 

Mr, James: I wanted to distribute this increased 
earning. 

Mr. Bond, attorney for the B. & O.: The witness 
has already testified that he has nothing to do with this 
distribution, and I do not see how you can get him 
to distribute it. 

Mr. James: But he can state here what is reported 
on their books. That may or may not be the same as 
reported in these boaks. For example, take the matter 
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of stocks and bonds. They reported to the Commission 
what they cost, the book value, and not actual value. | 
want to-see how this compares, I mean how it develo 
on the books of this railroad company. 

The next questions by Mr. James were direct 
specifically to the equipment trust, Mr. Leary statin: 
that there is a new equipment trust now in existenc 
covering 310 locomotives and 15,000 freight cars, 
trust as late as 1909, and even as late as 1910,” li 
freight equipment, Mr. Leary said, was about $8,000,00 
or $8,500,000 and the locomotives about $6,000,000, but 
added that he would have to have recourse to his boo} 
to give the price ultimately to be paid. The initial pa 
ment, he said, was one dollar. He agreed to produ 
the agreement, 

The witness expressed the opinion that all old not 
of this kind had been wiped out, and when asked if 
is “not a fact that you were paying on this equipme! 


trust as late as 1909, and even as late as 1910,” he 


i 


replied that he did not know. Mr. James pressed 
point and wanted to know from what funds payme! 
for principal and interest due on the equipment ti 
had been paid. 

Mr. James: You did not sell any stocks? 

Mr. Leary: No. 

Mr. James: You paid it out of operating revenue? 

Mr. Leary: Income. 

Mr. James: You have got income from other sourc: 
haven’t you? 

Mr. Leary: Yes. 

Mr. James: Those were paid out of operati! 
revenue ? 

Mr. Leary: Yes. 

Mr. James: That is, paid out of money paid by tl! 
shippers, and under this new equipment trust a part 


least of these advance rates which you are demandin¢z 


of the shippers will be paid toward extinguishing t! 
equipment trust? 

Mr. Leary: Whatever is left. 

Mr. James: And when that money is paid up, a 
when you own this property free from any equipme! 
trust, it becomes a part of the value of your propert 

Mr. Leary: Yes. 

Mr. James: A subject for capitalization? 

Mr. Leary: Yes. 

Attorney James next turned his attention to the w 
ness’ idea of the value of the railroad’s property, M 
Leary replying that the books on June 30, 1909, show: 
a total cost of $389,000,000. As to other questions, su 
as on the following subjects, he agreed to refer 
his books and report exactly and in detail, namely, 
the bond issues of the road; proceeds from _ sale 
stocks; manner of crediting and debiting certain i! 
provements with reference to those bond issues or sto 
sales, amount of notes sold for purpose of borrowl! 
money, including amounts borrowed for paying dividen 
if any; how such notes were paid, including what p! 
portion of payment came out of operating revenue. 


Mr. James asked if the auditor could show whetle! 


the amount used from operating revenue to repay nol 
issued to provide equipment could be segregated so 
to indicate what percentage of the revenue arose fr‘ 
passenger business and what from freight business. T! 
witness replied in the negative. Mr. James then, in 
series of questions, drew from the witness that “ 
of these notes were sold for the purpose of additio: 
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and betterments,” some “for the purpose of new road, 
and for new properties such as spur or side tracks, 
extensions and double-tracking.” He then asked: 

“As you sell these notes and realize the proceeds, 
and pay off those notes out of your operating revenue, 
you have increased the value of the property devoted 
to the public service?” F 

Mr. Leary answered: “As far as conditions and 
betterments are concerned.” 

Mr. James: That is a subject to be capitalized? 

Mr. Leary: Yes. 

Mr. James: And that is devoted to the public 
service? 

Mr. Leary: Yes. 

Mr. James: Can you charge the public on the use of 
that equipment? 

Mr. Leary: How do you mean? 

Mr. James: You devote it to this use, and you 
charge it to the shippers; you do not carry people free, 
nor any freight free? 

In reply to questions Mr. Leary gave the total stock 
and bonded debt of the road as follows: 


Capital stock, approximately ............... $216,000,000 
Bonded debt, approximately ................. 330,000,000 
ee ee oe Ee $546,000,000 


Mr. James asked that witness submit figures show- 
ing what the bonds were issued for, including the amounts 
used for buying securities. He then called attention to 
the difference between the book cost of the road and the 
capitalization and bonded debt, as follows: 

Cee: Bie Ge 1 iE ee SE Pieces $546,000,000 
pee eee ee. RON ns ni 5a Sa ete ted 389,000,000 

$157,000,000 
and asked for a statement as to what assets made up 
this difference. 

Mr. Clifford Thorne, counsel for the Farmers’ Co- 
operative Grain Dealers’ Association and other organiza- 
tions of Iowa, next took the witness, and asked, among 
other things, for an approximate estimate of the total 
net operating revenue for the last fiscal year. Mr. 
Leary gave it at about $25,000,000. 

Mr. Thorne: And you will have here an increase of 
$2,000,000 in labor? 

Mr. Leary: Yes. 

Mr. Thorne: So that you will have more than $20,- 
900,000 still left over after you have paid this additional 
labor cost, will you not? 

Mr. Leary: Yes, in round numbers. 

Mr. Thorne: You will not need it in your operating 
earnings to meet this labor cost, will you? 

Mr. Leary: That I decline to answer. We need it 
ior various purposes. 

Louis D. Brandeis, of the seaboard organization, 
then questioning the witness, asked for copies of the 
data upon which Mr. Leary had based his calculations, 
“the data showing the methods and theories which were 
applied with respect to specific rates, to the raising of 
the rates.” 

Attorney Lyon, for the Commission, drew from Mr. 
Leary the statement that “all properties (of the road) 
have been purchased out of income, out of the earnings 
of the property.” 

“Then what do the stocks and bonds above the cost 
of the road represent,?” asked Mr. Lyon. 

Mr. Leary: Securities issued for improvements, sold 
as stocks and bonds to improve the property. 
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Mr. Lyon: After you issue them and get the proceeds 
for them, is there not entered on the other side of 
your account the cost of the road? 

Mr. Leary: Yes, sir. 

Mr, Lyon: Then why should they not balance? 

Mr. Leary: I cannot tell because I cannot carry 
those details in my head. 

Questions followed as to the method of charging 
improvements, paid for out of bond or stock sales, to 
operating expense and to capital, Mr. Leary maintaining 
that the railroad is following the rule of the Interstate 
Commerce Commission. Mr. Bond, counsé] for the road, 
summed the matter up as follows. 

“You have to ge: yur mouey before you spend it, 
and it does not go into capital account until it is spent.” 

Inquiring further as to what the difference between 
the book cost of the road and the stock and bonds 
represented, Mr. Lyon got a statement from the witness 
that the $157,000,000 represented “profit and loss.” Ex- 
plaining further, Mr. Leary said: 

“Suppose you improve your property like every rail- 
road has done during the last 15 years by charging to 
income or operating; that does not increase your capital 
account; therefore, your cost of the road is lower on 
your book value than is actually the case.” 

Mr. Lyon sought to paraphrase this by saying: “You 
have stated that the $157,000,000 represented, as I under- 
stood, the accumulated value or increase in value of 
the Baltimore & Ohio which had been charged to oper- 
ating expenses,’ but Mr. Leary further qualified by say- 
ing: 

“It represents what we have put into the property 
plus what we have spent for equipment, what we used 
for real estate, and things of that character.” 

Mr. Lyon closed his cross-examination by asking 
for a statement of the increases in wages made during 
the last five years, so that it could be compared with 
the revenues for the same period: “The object of the 
question, I am frank to state,” said he, “is to see 
whether that has resulted in a loss of net revenue to 
the Baltimore & Ohio. I want to find out whether or 
not it is a fact that because there has been an increase 
in wages there must also be a decrease in revenue.” 

The only further cross-examination of Mr. Leary was 
by Mr. Brandeis, asking for a “statement showing the 
net income of the Baltimore & Ohio railroad system 
applicable to dividends, and what part of that income 
will be required for the dividends which have been de- 
clared, and what amount of surplus remains after paying 
both fixed charges and dividends.” 


Pennsylvania Takes Stand. 


After a brief recess, the Pennsylvania road began 
its testimony, putting on the stand, under the direction 
of Chief Counsel Francis I. Gowen, W. B. Stracker, 
accountant in the office of the auditor of disbursements, 
Frank C. Hoff, chief accountant to the general man- 
ager, and John F. Reynolds, auditor of merchandise 
freight receipts, all being for the “Pennsylvania Lines 
east of Pittsburg and Erie.” 

Mr. Stracker and Mr. Hoff gave the estimated in- 
creases in wages, applying the percentage of increases 
made in 1910 to the total payroll for 1909. Mr. Stracker 
stated that the total payroll for 1909 was $87,068,071, 
and that if the average wage increase of 8.15 per cent 
was applied to this the increased cost to the railroad 
would have been $7.096,047. 
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On cross-examination by John H. Atwood, of the 
Shippers’ association, it developed that Mr. Stracker had 
merely made a mathematical calculation at the direction 
of, and with figures given to him by, his superiors. 

Mr. Goff testified that in March, 1910, he had been 
asked by the general manager to prepare an estimate 
of the cost to the road in dollars and cents of the wage 
increases then under consideration. His figures, allow- 
ing for some adjustments, were the same as those given 
by Mr. Stracker. It was brought out in cross-examina- 
tion by Mr. Atwood that the percentage of increase was 
applied to October only, the heaviest traffic month of 
the year. Mr. Goff explained that the estimate had been 
prepared for the officers of the road and not for any 
other use that he then knew of. On further examina- 
tion, Mr. Goff stated that the exact cost of the increase 
of wages had been compiled for April, May, June and 
July of the current year, and Mr. Atwood asked that 
they be presented. The request was agreed to. 

Mr. Thorne, cross-examining, wished to get at the 
separate cost of the increased wages as applied to pas- 
senger and freight service, and the witness stated that 
he could only furnish an approximation. Mr. Thorne 
gave as his reasons for wanting the information: 

“TI should like to ask counsel for the road if he 
thinks it is fair to charge this increase of labor entirely 
to one branch of the railroad business, the freight busi- 
ness, when it applies to all departments of your indus- 
a." 

The Second Day’s Hearing. 

Merchandise Freight Auditor John F. Reynolds of 
the Pennsylvania opened the second day’s 
hearing in the freight rate investigation before Spe- 
cial Examiners Brown and Hillyer of the Interstate 
Commerce Commission with an explanation of the 
manner in which the estimates of probable freight 
rate increases under the proposed new rates had been 
arrived at. The Baltimore & Ohio, according to the 
testimony of Auditor Leary of that road on the previous 
day, had taken the total business for the first and third 
weeks in October, 1909, and February, 1910, but the Penn- 
sylvania Lines selected one week in each of the follow- 
ing six months: February, April, June, August, Septem- 
ber and November, and then took one day out of each 
of these weeks. All the merchandise freight receipts 
of those days had been gone over, he stated, and the 
new rates applied to them. The resulting totals were 
compared to the 1909 totals, the percentage of increase 
calculated, and this percentage applied to the total of 
all merchandise freight movement for the year. Mr. 
Reynolds found that the 1909 total would have been in- 
creased by $3,064,759 had the new rates been applied. 


It was explained that the figures did not include coal and 
coke. 


Lines 


Mr. Atwood of the shippers’ association opened the 
cross-examination, directing his questions toward deter- 
mining whether the witness had knowledge of general 
financial affairs of his road beyond those covered by 
the figures which he had submitted. He submitted in 
evidence the “consolidated statement” by the railroads 
at the beginning of the hearing, wherein mention was 
made only of relative freight revenue without any allu- 
sion to gross revenue, and sought to obtain further evi- 
dence on the last-named subject, but witness stated that 
such matters were beyond his province. Likewise Mr. 
Atwood sought information on the “earnings per freight 
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mile” and the “revenue per freight mile,” but witness 
had nothing to offer. 

Counsel Lyon for the Commission asked Mr. Rey- 
nolds as to the proportion borne by the merchandise 
traffic receipts to the total freight receipts, but Mr. 
Reynolds replied that that™matter also was outside of 
his duties, as he did when Mr. Lyon asked as to the 
percentage of the merchandise freight traffic east of 
Pittsburg to the entire merchandise traffic of the Penn- 
sylvania Railroad company. Mr. Reynolds gave the 
aggregate receipts for the eastern territory, exclusive of 
coal and coke, as $72,304,637, and Mr. Lyon began to 
press for some exhibit of the proportion of this total 
that would be affected by the proposed advance of rates 
“What proportion of the business,” said he, “expressed 
in tonnage and expressed in revenue, is called under 
the class rates and what under the commodity rates?” 
He also asked for a showing of “what percentage of the 
gross receipts are passenger as compared with freight?” 
Witness being unable to furnish these data, it was 
agreed that they should be submitted at a later date. 
Mr. Lyon thereupon gave notice, in addition, that he 
should ask on behalf of the Commission that all car- 
riers furnish statements of the increases or decreases 
in wages since 1905, “shown by units, that is, what in- 
crease to engineers, to firemen, and the general classes 
which are shown on the railroad scales.” 

The lack of qualification of witnesses offered thus far 
by the railroads to testify on other than purely arith- 
metical matters of detail led Mr. Brandeis, on behalf of 
the shippers, to ask at this point “whether it is the 
purpose of the Pennsylvania road to introduce any ac- 
counting officer of the railroad who can answer general 
questions in regard to earnings, operation, surplus, appli- 
cations of that surplus, and so forth.” Counsel Gowen, 
for the road, answered that “it is not our present inten- 
tion to do so.” 

“Of course, Mr. Brandeis,’ remarked Mr. Gowen, “our 
accounting officers are at your disposal, if you want to 
call them as witnesses to establish your case.” 

“T am not calling anyone to establish our case,” re- 
plied Mr. Brandeis. 

“We are not going to tender witnesses for you,” re- 
sponded Mr. Gowen. 

Interrupting, the Commission’s attorney, Mr. Lyon, 
observed that if it was clearly understood that the rail- 
roads were going to follow the policy indicated by Mr. 
Gowen: “I want to say that if other witnesses are nol 
called whom I can ask certain questions of, who I think 
would be much better informed than statisticians and 
auditors, it might be that I would want to recall some 
of these witnesses and call other witnesses myself.” 

Mr. Gowen declined to make any further explana 
tions, on the ground that he did not intend to disclose 
his case. 

Witnesses were thereupon introduced for the Penn 
sylvania Lines west of Pittsburg. 

E. B.. Dithridge, chief clerk to the manager of the 
Pennsylvania company and the. Cincinnati, Chicago & 
St. Louis, presented the wage increase of those two 
roads, giving that of the first-named at $1,165,034 and 
of the second at $1,494,187. He was questioned atl 
length, but was. found to have made his computations 
entirely on figures furnished by other officials of the 
road, and not to be in a position to give first-hand in- 
formation. Attorney Thorne for the Iowa shippers pro- 
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tested vigorously against this kind of evidence, remark- 
ing: : 

“How can we cross-examine a man who can only 
give information which some man has furnished him?” 

Attorney James also protested, saying: “I submit 
that the carriers produce upon the witness stand a wit- 
ness who has no facts within his personal knowledge, 
for the purpose of producing hearsay evideuce to support 
their case, and we are entitled to the balance of the 
hearsay evidence which may negative the case.” 

Both Mr. Thorne and Mr. James were protesting in 
part also against the effort of the examiners to limit the 
scope of the cross-examination of Mr. Dithridge. Exam- 
iner Brown, in justification, said: 

“As I stated before, the burden of the proof is on 
the carriers, and they are now making out their case. 
They may not be making it out in the way in which 
you would make it out, but I assume that they have the 
right to go ahead and make it out in their own way. 
If they are making it out by incompetent evidence, that 
is not a matter that ought to worry you any, but it is 
a matter they ought to be worried about. And I say, 
let them proceed in their own way, and then, if you 
want more information, we can get it.” 

Mr. Thorne: The attitude of the shippers with ref- 
erence to the cross-examination of this particular witness 
is simply this: If this is the character of the testimony 
by which the railroads are going to prove these matters, 
we enter a formal protest to that class of testimony.” 

Examiner Brown: That is your right. 

Mr. Thorne: I think the examiners should insist 
upon the railroads producing the witness who knows 
the facts. You are not only interested in the railroads 
presenting their side, but are interested in the shippers 
having an intelligent cross-examination as to those par- 
ticular facts. If, after all this record is made up, we 
have had no opportunity of cross-examining the real 
man who furnished this information, where are the ship- 
pers at? 

Mr. Gowen: We have started out to prove certain 
facts, those being the wage increases and the rate in- 
creases. We are engaged in proving that. But if the 
shippers deem that the general results of the operations 
of the P. C. C. & St. L. and the Pennsylvania company 
are a material issue in this case, they can go into that 
to their heart’s content when the time comes for them 
to present their case. 

Upon the shippers giving further evidence of their 
desire to question the witness on matters of general 
earnings and expenditures, the examiner ruled: “I think 
that information is all with the Commission now. I do 
not think it ought to be allowed to be questioned of 
this witness or any other witness. The net operating 
revenue, the gross revenue, are all a part of the evidence 
in this case and made so by statute, and are on file with 
the Commission. And it is the best evidence.” 

Appearing for the same lines as Mr. Dithridge, John 
M. Lyon, auditor of freight receipts, presented an esti- 
Mate of freight revenue increase of $1,508,442 for the 
P. Cc. C. & St. L. and of $1,590,041 for the Pennsylvania. 
Under cross-examination he was unable to show the dis- 
tribution of the estimated increase in revenue over the 
different classes of freight affected, but signified that he 
would do so later. Counsel for the shippers, sustained 
by the examiner, insisted that the data to be furnished 
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cover the customary technical divisions of commodities 
and class. 

With this witness, as with others, Attorney Lyon on 
behalf of the Commission and several attorneys for the 
shippers brought out the fact that the estimates of prob- 
able revenue increases had been made subject in point 
of time to, and not prior to, the announcement of the pro- 
posed increase in rates. 

The next western Pennsylvania witness was the au- 
ditor of the Vandalia, J. E. Merion. Mr. Merion gave 
the estimated wage increase of the road at $368,000 and 
the estimated freight revenue increase at $385,526. In 
support of his estimates, he had with him several tabu- 
lar statements much along the line for which the ship- 
pers had been pressing throughout the hearings. The state- 
ment bearing upon freights and the general comparison 
of the estimated increases in wages and in freight rev- 
enue were as follows: 


VANDALIA RAILROAD COMPANY, 


Weight and Revenue, Class and Commodity Traffic, Increased 
Revenue Under Proposed Rates and Percentage 
of Increase in Revenue. 





Increased 
Revenue Per- 
Under centage 
Proposed of 
Class Traffic— Tons Revenue, 1909. Rates. Increase. 
i eee ares 251,884 385,547.42 
pS A ey 873,668 1,768,035.87 $304,582.79 17.23 
SOU  Gdkvenwecse 1,125,552 $2,153,583.29 $304,582.79 14.14 
Commodity Traffic— 
Unaffected ........2+. 2,719,644 $2,002,820.55 
po: i re | 246,106.78 $ 33,864.29 13.76 





Total ..........+.2,914,282 $2,248,927.33 $33,864.29 14.51 
Total Merchandise Traffic— 
Unaffected ...........2,971,528 $2,388,367.97 











per eee 1,068,306 2,014,142.65 $338,447.08 16.80 
TOGREs. Jai seceded 4,039,834 $4,402,510.62 $338,447.08 7.69 
Coal and Coke Traffic— 
a” rere 3,763,290 $1,283,569.02 
pt ree herr 1,004,014 272,922.29 $ 47,079.10 17.25 
Total ...........4,767,304 $1,556,491.31 $ 47,079.10 3.02 
Grand Total— 
bp. rer 6,734,818 $3,671,936.99 
Affected ..............2,072,320  2,287,064.94 $385,526.18 16.86 
WOME ds evicdcar 8,807,138 $5,959,001.93 385,526.18 6.47 
Increase, per cent, of grosS earnmings..............022-005- 4,22 


VANDALIA RAILROAD COMPANY. 


Statement Showing the Effect of Proposed Rate Increases and 
Wage Increases in 1910, as Applied to the Actual 
Figures for the Calendar Year 1909. 

Gross revenue from all freight traffic during 1909.....$5,959,002 
Estimated gross revenues from all freight traffic for 

year 1909, provided the proposed increased rates 


had been in effect throughout that year........... 6,344,528 
Estimated increase in freight revenue................ 385,526 
Percentage of increased revenue.............eceeceeees 6.47 


Estimated increase in wages, computed on the pay 

roll of 1909, applying the increased wage scale ef- 
fective or to become effective after January 1, 1910. 368,368 
8.30 


Mr. Brandeis pressed some questions with Mr. Merion 
as to the disposition of surplus earnings, but nothing 
specially important was brought out. He also put some 
inquiries which were not answered, and which the exam- 
iner thought should not be asked of the existing witness, 
bearing upon increased cost of materials, increased den- 
sity of traffic and other matters. 

Mr. Lyon asked, but went no further with his ques- 
tion: “Do you know, as a matter of fact, whether com- 
modity traffic as a general rule originates in large cen- 
ters, and whether class traffic to a large extent does not 
carry business to and from small towns?” 

On behalf of the Grand Rapids & Indiana road, 
Richard R. Metheany, secretary and auditor, presented 
the following tabulation: 











GRAND RAPIDS & INDIANA RAILWAY COMPANY, 


Statement Showing the Effect of Proposed Rate Increases and 
Wage Increases in 1910, as Applied to the Actual 
Figures for the Calendar Year 1909. 

Gross revenue from al! freight traffic during 1909....$2,980,118.00 
Estimated gross revenue from all freight traffic for 
year 1909, provided the proposed increased rates 


had been in effect throughout that year............ 3,208,305.00 
Estimated increase in freight revenue...........++++- 228,187.00 
Percentage of increased revenue.........-ceeeeeeeees 7.66 


Estimated increase in wages, computed on the pay- 

roll of 1909, applying the increased wage scale 

effective or to become effective after January 1, 

RU eae oe iy ca wee Sai uegas daglenia ape Se 160,449.00 
Percentage of increased WageS...........eeeeeeesees 7.52 

Mr. Metheany’s testimony closed the Pennsylvania 
ease, and the New York Central was next taken up, 
James H. Foulds Jr., auditor of disbursements, being the 
first witness. Mr. Foulds’ estimate of the wage increase 
on the New York Central and Hudson River Railroad 
company was $4,590,647. Counsel James at once sought 
to obtain separate estimates for freight and passenger 
employes, but witness did not have them and doubted 
his ability to compile them from the books. He did 
state, however, under urging by Mr. James, that the 
wages for “exclusive” freight and “exclusive” passenger 
service could be prepared, but sharp controversy de- 
veloped between Mr. James and Mr. Butterfield, counsel 
for the railroads, as to whether the figures would be sub- 
mitted in evidence. 

Examiner Brown instructing the counsel to pro- 
ceed, Mr. James elicited from the witness that, instead 
of there being five roads included in the wage estimate, 
as he had before stated, there were about thirty. Some 
had separate payrolls, some did not, and some, witness 
alleged, had no payrolls at all. 

Mr. Foulds testified in giving his estimate that the 
latter had been based, not on the percentages of in- 
crease as calculated by the other roads. He said: ‘““The 
percentage of increase for the month of July, 1910, over 
the month of July, 1909, was first arrived at, and that 
percentage applied to the total payment for wages and 
salaries for the year ended December 31, 1909.” Mr. 
James asked “how much of this increase is due to the 
employment of more men in July, 1910, than in 1909,” 
but Mr. Foulds declared he did not know. 

Mr. James: So you are not able to state to the In- 
terstate Commerce Commission at the present time how 
much of this increase of $3,590,647 is due to the increase 
in scale of wages over a year ago, and how much is 
due to additional employes? 

Mr. Foulds: I am not; no, sir. 

The questions directed to the witness by Mr. James. 
and some directed by Mr. Lyon of the Commission 
caused frequent interpositions by Counsel Butterfield 
with remarks to the effect: “Counsel will determine that 
question and give you an answer.’ Witness thereafter, 
in stating whether he could and would furnish supple- 
mental data asked for by the shippers: “I will do so 
(or I can do so) if ordered to do so.” 

Further questions by Mr. James were calculated to 
determine how much increase there would be in the 
wage expenses of the Central “by reason of the addi- 
tions being made to the passenger service in New 
York City by reason of the new depot and the ex- 
tension of the electric zone, and other facilities.’ But 
Mr. Foulds could give no information. To arrive at such 


information he stated would probably take 25 or 30 men 
some time. 

The reason given by Mr. Foulds for selecting the 
month of July as the basis for computing the wage 
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increases was that July was the last month that we 
had where the increases that had been put in force were 
practically all in force. 

At the conclusion of Mr, James’ “questionings, Judg« 
W. S. Wadhams, special attorney for the New York com 
muters in their fight against increased commutation 
rates in and out of New York City, asked the witness 
if commutation increases were included in the estimates 
submitted, and if the wages of the men employed in thai 
commutation service were included, but the examiners 
ruled that the inquiry was being covered by a special 
hearing of the Commission in regard to the commutation 
matter and that it was not germane to the present in 
quiry. 

On behalf of the same lines as were represented by 
Mr. Foulds, freight account auditor Frank E. Briggs 
gave the estimated increase in freight revenue at $3, 
464,087, the computation having been made on the same 
six-typical-days basis as most of the other railroads had 
used. Mr. James at once drew from the witness, as he 
and others had done from other witnesses, that there had 
been no consideration taken of increases or probable in- 
creases in density of traffic, remarking: “If you had 
figured out the percentage of density increase also, there 
probabiy would have been shown also an increase of 
prospective revenue of more than the item of $3,464,087.” 

Also Mr. James made some inquiries along new 
lines, bearing upon receipts of the road for lighterage, 
cartage, demurrage and such matters, and finally upon 
the subject of the specific items upon which freight 
rate increases are proposed. Said he: 

“There was no increase in the rates on sugar?” 

“IT believe not.” 

“Nor on bullion?” 

“Tf I remember rightly, I think not.” 

“Nor on iron or steel?” 

“I do not think there was.” 

“None on paper, none on cement, none on lead, none 
on spelter, none on copper, none on packing house 
products?” 

And so on, the witness replying in some instances 
that there was no increase and in other instances stating 
that he did not recollect or did not know. Mr. James 
summarized by asking: “Is it not a fact within your 
knowledge as a traffic man that those were all known 
as trust goods?” 

“I do not know that.” 

At Mr. James’ request a list of proposed rate in 
creases, showing in groups the items on which increases 
were proposed and those on which none were proposed, 
was here inserted in the record: Those on which no 
changes were proposed were the following: 


Agricultural implements for Grain, reshipping rate for ex 


export. port, 
Anodes. Grain products, reshipping 
Boards. rate. 
Brick, all kinds, Grain products, reshipping 
Bullion, antimony. rate for export. 
Cement. Starch. 
Concentrates, lead. Starch for export. 
Coppers. Gypsum rock, 
Copper bars, Iron and steel articles. 
Copper blister. Billets. 


Copper matte. 


Pig iron. 
Fertilizer material. 


Pig iron for export. 


Glucose. Rails and crossties. 
Glucose for export. Rails and crossties for ex- 
Grain. port. 
Grain products. Kaolin. 
Grain products for export. Lead, pig. 
Flour for export. Leads, sublimed. 
Flour, reshipping rate for ex- Time, 
port, Limestone. 


Grain, reshipping rate. Limestone, dust. 
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Cattle. Plates, enameling. 
Hogs and sheep. Spelter. 
Horses and mules, Smelter (proportional). 


Magazine. Smelter, by-products, 

Meats, fresh, Sugar, corn and grape. 
Plaster, land, Sugar, corn and grape, for ex- 
Ore, copper. port, 

Ore, lead and zinc. ’ Syrup, corn. 

Ore, crude (proportional). Syrup, corn, for export. 


Paper, building and roofing. 
Paper, news, printing. 
Paper, wrapping. 


Wool in grease. 
Woodpulp, wet. 


Following Mr. James, Mr. Lyon, for ‘the Commission, 
sought to learn from the witness whether he knew what 
would be “the normal amount of increase in the labor 
account of the New York Central upon an increase of 
$10,000,000 in its gross revenue,” such increase in gross 
revenue appearing upon the report of the company for 
1910 as compared with that of 1909. But witness knew 
nothing of the matter. To Mr. Brandeis’ questioning, 
Mr. Briggs stated that he also knew nothing as to the 
alleged fact that in 1909 the New York Central had a 
surplus net income, after paying not only all its fixed 
charges, but its dividends, an amount equal to $4,763,800. 

For the Rutland railroad, Auditor M. H. Chamber- 
lin presented the wage increase estimate at $105,226, 
the computation having been made on the same basis 
as the other-roads, except the New York Central. The 
freight revenue increase he gave as $41,651. Cross-ex- 
amination emphasized the fact that the wages involved 
employes engaged in maintenance of way and _ equip- 
ment and in additions and betterments, and also the 
fact that probable increase in density of freight traffic 
had not been considered in the estimates on freighi 
revenue. , 

New York Central Lines on Stand. 

At the hearings resumed at 10 o’clock last Friday by 
Special Examiners Brown and Hillyer of the Interstate 
Commerce Commission in the matter of the proposed 
increase of freight rates, Mr. Butterfield assured the 
examiner that the New York Central and Rutland would 
furnish such data as was furnished by the Vandalia. 

Mr. Thorne requested that the statement show the 
increased revenue affecting the six main groups of 
classification, in order to enable the shippers to deter- 
mine whether or not the increased freight revenue 
estimates apply to such things as sugar, coal and coke, 
packing-house products, etc. 

Examiner Brown refused to order the preparation 
of the data, but Mr. Thorne pressed the point, on the 
ground that in no other way could it be determined 
whether increased rates distributed all over the country 
and on all kinds of freight are fair. Attorney Lyon for 
the Commission stated that he had asked for the same 
thing on the previous day but had been informed that 
the railroads did not have such data. 

H. C. Barlow of Chicago urged that the proposed 
advances on each class of freight are different, and 
that the railroads could not. have computed their totals 
without having made this segregation. 

Examiners Brown and Hillyer jointly agreed to al- 
low a recall of witnesses to testify whether or not such 
segregations had been made for the roads. 

Attorney Brandeis, rising to a general consideration 
of the hearings, noted that little progress is being made 
toward a clear and intelligent understanding of the ques- 
tion at issue, and urged that both sides agree upon 
a more satisfactory method of procedure. He stated 
that the shippers were not seeking to make factious 
opposition, but wanted merely to get at facts, and that 
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all they asked was that the railroads co-operate and 
put before the Commission the data necessary for final 
decisions. “We ought all to be here with the one pur- 
pose of getting the greatest amount of knowledge of 
fundamental facts. We ought to know how the rate 
increases have been calculated, why they are to be 
applied to certain commodities as against others. We 
ought to have not only all the data about labor costs 
but also those about other costs, about revenue, about 
the effect of density of traffic, about financial considera- 
tions, the necessities of individual roads, etc., etc. I 
appeal to see whether we cannot co-operate to get at 
things expeditiously.” 

Mr. Lyon remarked that Brandeis’ appeal required 
him to note that this is the first proceeding of the 
Commission under the new law, and that the Commis- 
sion had decided that it was the privilege of the roads 
under this law to adopt their own method of procedure, 
the burden of proof lying upon them. He noted that in 
view of this hearing the Commission had prepared sta- 
tistical and financial histories of each road for ten years, 
reduced to the unit basis, showing the labor efficiency 
of each employe and many things of the same kind; 
but that it had been decided to assume, during the hear- 
ing, only the attitude of allowing the roads to pursue 
their own course. 

xe0. M. Glazier, auditor of the Lake Shore & Michi- 
gan Southern and four minor lines, gave the estimated 


‘increase of wages on the Lake Shore, Lake Erie, Alli- 


ance & Wheeling, Dunkirk, Allegheny Valley & Pitts- 
burg, $1.480,747; Chicago, Indiana & Southern, In- 
diana Harbor Belt, $157,723. These figures were de- 
termined by applying the 1910 increases by classes and 
applying the percentage to the 1909 scale. 

Mr. James asked if Mr. Glazier audited the mileage, 
equipment, density, trainload earnings and other phys- 
ical values; also the distribution of earnings. Mr. 
Glazier replied that he covered all accounts. Answer- 
ing Mr. James, witness stated that he did not take into 
account the employment of an increased number of 
men, having merely computed the total payroll. 

Mr. Thorne asked if the wage increases applied to 
both passenger and freight, construction, equipment and 
other departments, and wanted to know if witness 
could devise any method of estimating the normal in- 
crease of wages for the next year. To the latter the 
witness replied in the negative. 

Mr. Brandeis drew from Mr. Glazier that his state- 
ment of increases was based, not upon an estimated 
increase for 1910, but an actual increase. He then 
noted that the net earnings of the Lake Shore after pay- 
ment of a 12 per cent dividend left a surplus of $5,718,- 
000, equal to another 12 per cent dividend, and that this 
amount, added to an already accumulated profit and 
loss surplus, made a total surplus of over $27,000,000. 
He also asked if the equipment of the road had not 
so improved as largely to increase its efficiency and 
earning power, but witness refused to express an opinion. 

“What part of those increased earnings have been 
applied to improvement?” 

“Tt have no opinion.” 

Mr. Brandeis asked if he knew what percentage of 
the total freight or passenger business is affected by 
the proposed increases, but Mr. Glazier replied in the 
negative. He also asked if witness knew whether mate- 
rials bought cost more or less in 1909-10 than in 1907; 
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Mr. Glazier answered that the figures could be had in 
his office; and Mr. Brandeis then requested Mr. Glazier, 
with consent of counsel, to prepare a statement showing 
increases in units of cost of materials, also increases in 
actual rates on freight and passenger service in 1909-10. 
He explained that his object was to show how much 
the revenues of 1910 would be apt to be affected by 
such increases. 

Mr. Glazier stated that his figures had all been 
made within the past six weeks. He had made no at- 
tempt to show the distribution of the estimated increased 
freight revenues between the passenger and freight de- 
partments. Replying to Attorney Lyon, witness said 
that the wage figures would not apply to outside opera- 
tions not strictly included in railroad operation. He 
also explained that he was allowed to choose his own 
method of computing, the same not having been pre- 
scribed by his superiors. 

Referring obviously to the methods of other roads 
in calculating their wage increases on the basis of 
limited periods instead of on the full period to date, 
Mr. Lyon sought to learn from the witness whether he 
thought the other methods would ‘give a fair basis for 
consideration by the Commission, but Mr. Glazier de- 
clared that he had no opinion. 

Mr. Brandeis asked witness to present later a state- 


ment showing the percentage of labor cost to the total 


operating cost. 

Counsel James made some inquiries from Mr. Glazier 
as to stock in other roads held by the Lake Shore, Mr. 
Glazier replying that he did not know from what funds 
these stocks were purchased. Mr. James’ inquiry was 
directed to determining whether the purchases were 
made from surplus revenue. 

A question was offered by Mr. Lyon looking to 
whether, in computing wages, the reduction in hours 
of labor had been figured as an actual increase in wage, 
but witness was unable to answer. Mr. Lyon’s object 
was to determine if the computed increase was entirely 
actual or partially theoretical. 

Attorney Wadhams again brought up the compari- 
son between the methods of wage increase computa- 
tions of the different roads, and sought to get Mr. 
Glazier to make a calculation similar to that made by 
the New York Central; but the examiners declined to 
give the order. Mr. Wadhams urged that it was con- 
ceivable that, with the privilege of miscellaneous cal 
culation, the roads might select methods that would 
“cloud the issue.” 

Walter E. Munger, assistant auditor of freight ac- 
counts for the same roads as were represented by Mr. 
Glazier, gave the freight increase estimate for his roads 
at $1,954,738, and $197,290, applied to the same grouping 
as given by previous witness. His method of calcula- 
tion, he said, was the same, practically, as used by the 
Pennsylvania and New York Central. 

Cross-examination of Mr. Munger was opened by 
Mr. Brandeis with inquiries directed to determining the 
proportions of increased revenues arising from different 
lines of freight. This led to a general discussion as to 
what data witnesses would be expected to produce. 

Clyde Brown, on behalf of the New York Central 
Lines, wished it to be clear that it was desired by his 
roads to present all data necessary for the enlighten- 
ment of the Commission, and that such would be pre- 
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sented if the shippers and the Commission would make 
exactly and specifically clear what they desired. 

By consent of Attorney Lyon and the examiners a 
general form of statement on freight increases was 
agreed upon. 

F. O. Waldo, auditor Michigan Central, gave the 
estimated wage increase of his road at $1,068,922, the 
method of computation having been the same as that 
of the next previous witnesses. 

Thomas Eedson, auditor freight accounts of the 
above road, gave the estimated freight rate increase for 
that road at $1,797,415. Replying to inquiries, both Mr. 
Waldo and Mr. Eedson stated that their estimates were 
made after the proposed freight increases had been filed. 

Edward H. Kennedy, auditor Pittsburg & Lake Erie, 
estimated the payroll increase of that road at $371,906. 

The Saturday morning session was brief, being de- 
voted chiefly to submitting statements and estimates 
prepared by the railroads in conformity with the 
lines of information sought by the shippers and the 
Commission during previous sessions. These statements 
and estimates will appear in subsequent editions of Tur 
TRAFFIC WORLD. 


Scores Railroad Methods. 


William Duff Haynie, general counsel for the Illinois 
Manufacturers’ association, startled to-day’s rate hearing 
with a bitter arraignment of railroad methods and a de- 
mand that the present probe delve deep into the problems 
of transportation, finance and operation. Watered stock, 
dishonesty in construction and operation, inefficient man- 
agement, capitalization of assets given by the public were 
features that the counsel declared cried out for a search- 
ing investigation. 

Mr. Haynie’s statement follows: 

“Concerning the inquiry into the advance in freight 
rates, on behalf of the Illinois Manufacturers’ association 
I desire permission to make a few suggestions concerning 
the scope of the present inquiry with respect to rates east 
of Chicago as well as west. Under the law the Commission 
has power to investigate advances in rates on its own in- 
itiative and to employ counsel. It has rightfully done so 
in this instance, and its attorney is present at the hearing. 
Therefore, I trust that I am guilty of no impropriety i! ! 
make a few suggestions (especially in view of Commis- 
sioner Lane’s recent remarks) which the Commission may 
refer to its attorney and which will doubtless simplify the 
record and save time, which otherwise might not be the 
case. 

“As I look at the matter it appears to be the attitude 
of the railroads that they should be allowed to increase 
rates to pay interest or dividends upon present capitaliza- 
tion without any explanation of how the original proceeds 
have been invested and irrespective of the fact that this 
huge financial superstructure, like Topsy, has ‘Just 
growed.’ I think it is the duty of this Commission to hold 
to the doctrine that has been affirmed by the Supreme 
court of the United States, namely, that carriers are €n- 
titled to earn a reasonable sum upon their investment, pro- 
vided they are economically constructed and efficiently op- 
erated, and in the present inquiry this rule should be a test 
of all evidence submitted by the roads. 

“The enoromous tax laid upon the public to pay it 
terest or dividends on the present huge capitalization 
springs from three main sources: 
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“A. Through the issuance of watered stock to the 
promoters, and dishonesty in construction, in the original 
building of the roads; 

“B. From inefficiency in management, resulting, first, 
in dishonesty of operation; second, discrimination in the 
furnishing of facilities and the furnishing of inadequate 
facilities; third, excessive and discriminatory rates; fourth, 
the strangling of water competition; and 

“C. Through the capitalization of assets given by the 
public to the carriers on which the people are now asked to 
pay dividends. 

“The foundation that the railroads lay for exorbitant 
rates is generally in the original organization of the com- 
pany. A veritable flood of statistics has swept over the 
country recently concerning this, and it is useless to re- 
view them, but at this time it might not be amiss to once 
more recall the manner in which this is brought about, 
although familiar enough to us all. 

“Let us suppose that a road is going to be built from 
A to B, a distance of 100 miles, and to construct and equip 
the line will cost approximately $25,000 a mile, save the 
acquisition of the right-of-way. Therefore, the whole road 
could be built for two and one-half million dollars, with 
that exception. Now, the confiding public, generally 
through its commercial clubs, secures the right-of-way and 
for the possible future benefits that will flow from its cre- 
ation gives the entire right-of-way gratis, with sufficient 
land for terminals and valuable franchises from various 
communities. From a tariff fixed by the promoters before 
the line is constructed it is shown that net earnings will 
be approximately $500,000. 

“Now, what do the promoters do? They capitalize the 
road by issuing $2,500,000 in bonds and $5,000,000 in stock, 
the bonds the usual 5 per cent railway bonds. With what 
result? At the expiration of the first year it appears that 
net earnings are a half million dollars. Interest on the 
bonds is $125,000; $25,000 is placed credited to a sinking 
fund, and the available earnings for dividends are $350,000, 
or approximately 8 per cent on the stock. This is then 
placed on a 5 per cent basis, $100,000 carried to surplus 
account. Five per cent railroad stock is worth approxi- 
mately $110.00 a share, so we have immediately a value of 
$5,500,000 on stock for which never a penny has been paid. 
This process is repeated again and again until our road 
which originally started with one hundred miles has a 
thousand. The bonds of the property, assuming the pro- 
ceeds to be honestly used, have represented the actual 
investment; but what do the people pay freight on? Trey 
pay rates on a huge superstructure of inflated value. In 
the instance just cited the road could reduce its freight 
rates 50 per cent and still earn 10 per cent upon the orig- 
inal investment. The Supreme court of the United States 
has declared that where a public service corporation is 
limited to a return of 4 per cent upon its actual cash in- 
vestment, such a limitation is not a deprivation of property 
without due process of law. In other words, that a com- 
mon carrier as a matter of right is not entitled to earn 
more than 4 per cent. 

“Yet many of these roads are here strenuously con- 
tending they be allowed to pay 5, 6, 7 and 10, and even 20 
per cent upon capital stock which, with the possible ex- 
ception of one of the great eastern anthracite roads, has 
not paid into the property anywhere near dollar for dollar, 
if the stock ever paid anything at all. And not satisfied 
with earning the 7 or 10 per cent dividends, Mr. Ripley 
Stated the other day that they should earn twice as much 
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in order to maintain the rate. No reason he gave that I 
could discover except that, like many of these defendants, 
he wanted an excuse with which to hold millions of dol- 
lars worth of the securities of other carriers. 

“From watered stock we come to dishonesty in con- 
struction, a phase of the matter familiar to all; the padded 
pay-roll; the construction company controlled by officers of 
the railroad; the double charges, are well known. I need 
only refef in a general way to the excellent articles by 
Charles Edward Russell upon the building of the Central 
Pacific, in which he demonstrated that the testimony before 
the Pacific Commission, appointed to investigate the situ- 
ation, showed that the estimable coterie of contractors in 
that instance had charged the Central Pacific and the fed- 
eral gover: ment as high as $400,000 a mile for construction 
that had not cost over $30,000. 

“Similar to dishonesty in the construction of the road 
is inefficiency (to use a mild term) in its operation, and 
there will be found without question one of the greatest 
reasons existing to-day for the increased operating ex- 
penses of the roads. On behalf of my clients I insist that 
this Commission investigate exhaustively the price the car- 
riers pay for their supplies. A thorough probing of the 
price of fuel, lumber, miscellaneous supplies; the price they 
pay for car repairs; for land for the right-of-way for exten- 
sions; to contractors for concrete work, and for the build- 
ing of bricges, culverts and sidings, and all other improve- 
ments wili, I am confident, bring out the facts. 

“The prominent officials of these defendants in their 
addresses, their interviews and on all occasions that have 
appeared before the public, have stated that the cost of 
materials was one of the strongest reasons why rates 
should be advanced. Now, the way to establish what these 
materials cost is to produce the books and put the gentle- 
men who made the purchases on the stand. 

“The net operating revenue of one of our great western 
roads increased this month a half million dollars, although 
the increase in gross was smaller than that over the cor- 
responding month of last year, as the result of an inquiry 
into the cost of car repairs. 

“And so I consider I have the strongest of reasons when 
I insist most strenuously that this Commission investigate 
the cost of railroad supplies. 

“Discrimination in facilities is a source of trouble well 
understood by this Commission, and one which has come 
again and again before it in the coal car supply cases. If 
the roads, instead of giving cars to a favored few, fur- 
nished adequate facilities for all; their traffic would be 
greatly increased and their income proportionately en- 
larged. The coal operators of Illinois claim that last year 
the Illinois Central could only furnish 30 per cent of the 
coal cars demanded; certainly a deplorable condition, ccn- 
sidering that the carriers earn about $12.00 a train mile on 
coal. 

“Similar to discrimination in facilities is discrimina- 
tion in rates, and this has retarded many a community 
and thus hurt commerce. This, and excessive rates have 
been potent factors in the extermination of traffic from 
certain points. The Missouri river and Pacific coast rate 
eases and similar litigation are still fresh in the mind 
of this Commission. 

“The roads in their shortsighted policy have again 
and again lost sight of the fact that whatever benefits 
the community as a whole will in the long run work to 
the ultimate good of the carrier. One of the most strik- 
ing examples can bé seen in the effect of railroad control 
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upon water transportation. Recent authors in the maga- 
zines have shown that practically 90 per cent of the 
available dockage of the country is owned by the rail- 
roads, and that water competition by independent water 
lines has dwindled until it is almost at the vanishing 
point. A glaring instance is Hartford, Conn., where the 
municipality is unable to get a single foot of dockage 
in any convenient location. The Erie canal was throttled 
by some of the defendants here and now the state of 
New York must spend a hundred million dollars to pro- 
vide an adequate system of waterways, and to rejuvenate 
the old canal. In Chicago the Pennsylvania company 
and other carriers tried to close the Chicago river, and 
only through a miracle did not succeed. All these things 
I maintain are not efficient management, and show a 
shortsighted policy by the carriers, proving that they 
look to individual benefit and not that of the country 
as a whole. Surely the lowering of rates and the in- 
crease of water transportation would have stimulated 
commerce to such an extent as to have largely benefited 
the rail carriers. 

“When it comes to the question of speedy  self- 
aggrandizement the railroads are without a_ superior. 
The public gives them vast assets, and instead of being 
grateful the carriers ask the people to pay them interest 
upon their own gift. The Illinois Central, for instance, 
has realized $30,000,000 from the sale of land granted to 
it by the state. It has invested the proceeds of this in 
its road or in the securities of other roads, and now, not 
content with having made the people pay for many years 
interest upon their own gift, seeks to still further place 
upon the unoffending consumer a heavier burden. Simi- 
larly, with respect to the so-called Hill and Harriman 
lines; a prominent Californian, speaker at the recent 
conservation congress, estimated the value of the people’s 
gift to the Hill lines at $600,000,000, and still they con- 
tend the consumer must pay a higher freight rate than 
ever, because, forsooth, they have capitalized the munifi- 
cence of the public and deluded it into paying interest 
thereon. 

“A great outcry is made concerning the increased 
expenses of the railroad. Their own reports show that 
out of their increased operating revenue they are still 
saving a goodly portion. While their margin of profit is 
superficially smaller than in previous years, still the ag- 
gregate profits are enormously greater. Some shippers 
have been brazen enough to claim that there should be 
a slight reduction in the rates on various commodities. 
What a terrific cry has gone up against these iconoclasts. 
Yet, if we follow the doctrine of the Supreme court of 
the United States that the carrier is entitled .to four 
per cent on its investment if its road has been economic- 
ally constructed, and efficiently operated, we find that 
freight rates are not only too high now, but too high 
by many per cent. In other words, the annual tax of 
the railroads upon the people of this country is at least 
one million dollars per year more than it should be. 
Were this vast sum added to the distributive wealth of 
the country through a myriad of small channels the 
benefits could not be estimated. But still the acquirers 
are not satisfied. They are insatiable, more and ever 
more they want, and now the fiat has gone forth that 
the great army of railroad employes must help the good 
cause along. 

“An attempt is made to belittle the effect of the tax 
by freight rates. We soon see where the burden falls if 
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we recal] the necessary commodities of human existence, 
viz.: Fuel, grain, forest products, live stock, dressed 
meats, raw fabrics, raw cotton, agricultural products, 
other than grain. 

“Take soft coal, for instance. The average load of 
a coal train is 2,500 tons,and when you consider that 
the average rate is about 50 cents per ton per hundred 
miles for the haul, you find the revenue per train mile 
is the enormous sum of $12.50. In some instances it 
is almost double that. This is positively stupefying when 
we remember that there is hardly a railroad in the 
United States that reports to this Commission a much 
greater average earning per train mile of all its freight 
put together than $3. This enormous disparity is as true 
of lumber, grain and other fundamental commodities of 
life as it is of coal. So, is it any wonder that it is 
claimed by many that present freight rates are high 
enough? For the heavy burden falls on him who can 
least afford it, the consumer of necessities. And it is 
very obvious that no astonishment should be expressed 
when we find that the great anthracite and bituminous 
coal carriers and the great carriers of other fundamental 
products should have waxed the most prosperous, and 
become the richest. 

“The question, I take it, is not whether the railroads 
are entitled to earn dividends upon their present huge 
over-capitalization, but what is a reasonable return upon 
the money they have actually invested. I have given a 
supposititious case of what may be called dishonesty in 
promotion, without mentioning atiy concrete example. | 
might refer to recent addresses by Commissioner Lane, 
who cited the case of one Illinois railroad which had in- 
creased its capital stock tens of thousands of dollars 
per mile without one extra penny going into the prop 
erty. This company last year paid four per cent upon 
that enormous over-capitalization, and while to-day it has 
suspended dividends, nevertheless it is one of those which 
maintain that they are entitled to earn dividends on their 
worthless stock at the expense of the public. 

“The Supreme court of the United States reaffirmed 
in the North Dakota rate cases the doctrine that a car 
rier is entitled to earn only a reasonable return on what 
is actually invested in its property, and that this invest 
ment must have been economically made, and its road 
must have been efficiently managed. In those cases it 
affirmed the decision of the Supreme court of North 
Dakota which held that coal might even be carried at 
a loss on account of the influence a low freight rate 
would have upon the upbuilding of manufacturers and 
communities. It is therefore only right that the exam 
iner for the Commission and the attorney for the Com 
mission should go into all things which show the rela- 
tions between the officers of the company and its inter- 
ests, which affect the service to the public. The pric: 
of lumber, of coal, of steel, of iron, of repairs, should 
be gone into carefully. Has a railroad that pays $600 
an acre for land where a private individual can buy for 
$200 been efficiently operated if the land is bought fron 
an officer of the company? Is a railroad which pays 
eighty cents a ton more for coal than a private consumer 


- efficiently operated? It is time that there be now a con 


plete readjustment, and a thorough housecleaning, and 
it rests in the hands of the Commission to do this. It 's 
possible that the common stock, yes, even the preferred 
stock of many of the roads will have to be scaled down, 
if not eliminated entirely. Doubtless more than one 
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innocent investor would suffer in the process, but it is 
far better that a few should suffer for the benefit of 
the many, than that the many, the great population of 
this country, should bear a most enormous and unreason- 


able tax to support the few. Unless stock is eliminated 
entirely I maintain the few would be benefited, because 
it is far better that an investor owns one share of stock 
worth $100 on which a small dividend can be paid, than 
that he owns ten shares of stock worth $10 apiece on 
which nothing can be paid. 

“In view of the feregoing reason, therefore, I urge 
upon the Commission the advisability of pursuing the 
lines suggested, and my clients and myself will do 
everything in our power to help the Commission arrive 
at the truth of the situation.” 

John L. Dawson, attorney for the Board of Railrcad 
Commissioners of Kansas, entered a formal appearance for 
the beard. 

J. B. Thayer, third vice-president Pennsylvania rail- 
road, in charge of traffic, testified that his personal judg- 
ment was that the “through structure of freights” from 
east to west had for some time been too low. There had 
been numerous. conferences on the matter since 1908 and 
much difference of opinion, chiefly because of sectional rea- 
sons, jealousies of one part of the country against another, 
etc. Discussions had continued until the large increase of 
wage simply forced a unity of judgment in favor of an 
advance. 

The advance decided upon, said Mr. Thayer, was noth- 
ing unusual or extraordinary, but merely a consistent evo- 
lution from the general business situation of the road. 
Abolition of rebates had increased the earnings to some 
extent, and the employes demanded a share in the in- 
crease, such increase being made in December, 1902. But 
the enlarged earnings were not equal to the wage expan- 
sion, and a freight rate advance had to be made to meet the 
difference. Again in 1906, when this freight rate advance 
had made a new increase in earnings, labor again de- 
manded and received a wage advance in excess of the 
freight advance; and a still further freight raise became 
necessary. 

These two rate advances, Mr. Thayer stated, had been 
made entirely on commodity goods, and not on classified. 
So, when the increases of wages in 1909-10 came, there 
seemed to be no alternative but to apply a new compen- 
sating advance to the classified traffic. And in making up 
its mind as to what to apply the rates to, Mr. Thayer said 
the railroad had made no advances on goods moving within 
say 250 miles of New York, because it believed through 
rates were too low and were in reality discriminatory in 
favor of the longer hauls. The discrimination he thought 
to be a result of strenuous competition in past years. “We 
are living,” it has often been said, “on our intrastate traffic 
and carrying our interstate traffic for nothing.” 

In adjusting rates, said Mr. Thayer, we considered the 
value of articles; also that articles in first three classes, on 
which we made most advances, move in less than carloads, 
have to be handied oftener, have to have warehouse protec- 
tion involving heavy charges of interest on property; that 
merchandise traffic averages only about 10,000 pounds to 
the car and probably less than that on this western traffic. 
Furthermore, this traffic must be carried at high speed, 
thus not permitting balancing up with heavy and more 
profitable commodity freight. Train mile earnings on this 
fast freight is far below the train mile earnings-avetage on 
all our traffic. 
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The average load per car on this merchandise freight, 
Mr. Thayer said, was 5.3 tons. And of the freight above 
IV 90 per cent is less than carload. 

Most of the freight trains are now making 60 hours to 
Chicago and St. Louis, which necessitates maintaining prac- 
tically a passenger schedule, and keeping up the freight 
roadbed to the same standard, almost, that the passenger 
bed is kept up. 

The $3,000,000 increase which the railroad expected, 
said Mr. Thayer, represented only 2.3 per cent of the whole 
sources. 

By agreement of counsel, the cross-examinaticns on 
this day were begun by Mr. Lyon for the Commission, in- 
stead of by the counsel for the shippers. Replying to Mr. 
Lyon, Mr. Thayer stated that coal rates had been ad- 
vanced in 1900 and 1902. Also iron and steel rates had 
been advanced; stone, manure, sand, pit posts, etc. 

Mr. Lyon asked that Mr. Thayer file a list of commca- 
ity advances of the past ten years, and Mr. Thayer assent- 
ing, Mr. Lyon further brought out that, to meet and pre- 
vent the proposed competitive railroad by Andrew Car- 
negie, several years ago, iron and steel rates east of Pitts- 
burg had been lowered by being transferred to the ecm- 
modity list, the through rates to Chicago being retained in 
the classified list. 

Replying to Mr. Lyon, Mr. Thayer said that even if the 
freight revenue and 1.6 per cent of the revenue from all 
wage increase had not taken place, the recasting of freight 
rates should have been ordered, anyhow. The wage in- 
crease only rendered the situation acute. 

Mr. Lyon asked if the present increases were all that 
were intended. Mr. Thayer said that passenger rates 
should also be advanced; and further added that if the 
Commission upheld the railroad, shippers would undoubt- 
edly press for changes on individual rates and that many 
such changes would be made, some of them increases and 
some decreases; but he did not know of any such addi- 
tional general advance as Mr. Lyon said western roads 
had forecasted at the Chicago hearings. 

“Our increases in rates of wages, I think,” said Mr. 
‘Thayer, “have been 331-3 per cent within 10 years.” 

Mr. Thayer did not think that this had been offset by 
an increased efficiency, because the returns of such in- 
crease would in turn be offset by increased interest charses 
on bonds, stocks, ete., placed to secure capital with which 
to bring about the efficiency. 

Mr. Lyon said that figures compiled by the Commission 
showed an actual improvement in labor efficiency. 

Mr. Thayer said that the investment in the improve- 
ments resulting in improved efficiency was made more 
from new capital than from the net earnings of the road: 
also that if the wage increases thus far made in 1910 
continues throughout 1910-11, the net earnings for year end- 
ing June 30, 1911, will make the road’s net earnings abeut 
$6,000,000 less than the net earnings of the fiscal year 
ending June 30, 1909. 

Illustrating the kind of rates which it is not proposed 
to increase, Mr. Thayer pointed to a 33-cent rate on dry 
goods from New York to Harrisburg as against a 75-cent 
rate from New York to Chicago. “It is the New York to 
Harrisburg rate that we do not propose to advance.” Most 
of the east to west class rates, on the other hand, said Mr. 
Thayer, had been in effect at least 20 years, were the 
result of competition, and had never been placed on a 
basis adjusted to the cost of service. 

Confirmation was given by Mr. Thayer of Mr. Lyon’s 
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inference that most of the advances concerned the “small 
package” or less-than-carload traffic, 

“On the whole, the Pennsylvania increase is not due to 
increase of expenses so much as to a desire to readjust 
rates to a cost basis?’’ asked Mr. Lyon. 

“Yes, sir.” 

“But you must not infer, Mr. Lyon,” interrupted Coun- 
sel Gowen, “that in our arguments we will not show that 
the wage increase has been one of the chief elements in 
causing our decision to advance rates.” 

“IT don’t want to be misunderstood,” said Mr. Thayer. 
“We are simply where something has to be done, and the 
thing that we think ought to be done is the thing we are 
now proposing. Assuming that it was decided that we 
were making too much money and should reduce revenue 
somewhere, I should still hold that the rate chauges as 
proposed should be made.” 

In the matter of estimating cost of service, it was 
Mr. Thayer’s opinion that the selfish interest of shippers 
would operate to prevent excessive rates. 

In lieu of opening the cross-examination of Mr. Thayer, 
Mr. Brandeis said that until statistics already promised by 
witnesses had been furnished, it would be impossible for 
the shippers to cross-examine. He pointed out that there 
were two general questions now apparent before the hear- 
ing: First, the financial need for an increase of freight 
rates, and, second, the general reasonableness of the rate 
as a rate; and that the shippers should have from the rail- 
roads facts bearing upon what the effect of the so-called 
reasonableness of changes in the rates would be. He 
thought there should be first a showing of the sources of 
the increased revenues by classes and commodities; also 
a showing of the increase of revenue from particular items 
of traffic. 

Interrupting, Examiner Brown asked if Mr. Brandeis 
thought that a general permission to the railroads to make 
the proposed increase would prevent an individual shipper 
from appealing to the Commission on a particular? 

“No,“ replied Mr. Brandeis, “but that shifts the burden 
exactly to where it ought not to be.” 

Paying tribute to Mr. Thayer’s great clearness and 
fairness of testimony, Mr. Brandeis asked that the rail- 
roads confirm Mr. Thayer’s evidence by detailed statements 
showing the duration of the effectiveness of the class rates 
now under consideration, the changes in classification and 
the relationship of shorter haul rates on which no changes 
are proposed to the longer haul rates on which changes are 
proposed. 

Mr. Gowen said he could not agree with Mr| Brandeis as 
to the desirability of presenting all these lines of infor- 
mation. 


Daly on Witness Stand 


Considerable further clearing up of the lines which 
the investigation into the freight rate increases is to 
follow took place at the opening of the hearings Monday 
afternoon. It was brought about by a remark on the 
part of Mr. Thorne of Iowa, for the shippers. Said Mr. 
Thorne: 

“IT am not going at this time to discuss what I think 
are the main lines of this investigation, but I do think that 
one of the most important questions is whether operating 
expenses are in fact increasing as greatly as these rail- 
roads contend.” 

Mr. Thorne stated that he,wished the railroads to fur- 
nish him with detailed monthly reports for the last few 
months up to the present time. In reply Clyde Brown, for 
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the New York Central, stated that such figures could be had 
and would be produced, and Mr. Brown’s statement led to 
a further general agreement as to the statistics to be pre- 
sented anj the times and general lines of examination and 
cross-examination. 

For instance, Mr. Lyon, for the Commission, said: “| 
want it thoroughly understood that after this testimony is 
taken and presented on behalf of the railroads, upon which 
they base their defense of these rates, the Commission may 
see proper to recall any of the witnesses or to call ior an) 
statement which they think proper,’ 

Examiner Brown: That undoubtedly will be ir their 
power. 

Mr. Brandeis, for the shippers: And that is the posi- 
tion with respect to the shippers, as I understand. 

Examiner Brown: To be sure. Any light that can b 
thrown upon this situation by any questioner, in behalf of 
either the Commission or the shippers, will undoubtedly b« 
furnished. 

Speaking further for the shippers, Mr. Atwood said 
that he understood that it was the desire of the Comniis- 
sioners to give the railroads “a full opportunity to resent 
facts and arguments upon which they rest their claim to 
the right to advance the rates,” and that it might seem 
wiser for the shippers to allow this to be done without 
intervention of such cross-examination as might after 
wards prove to be useless.” “But,” he continued, “after 
it is all over, if it is deemed by us wise to propound to any 
of these witnesses questions which are germane, that right 
is ours.” 

Examiner Brown: To be sure. 

Following this effort to arrive at a general understand- 
ing, the New York Central Lines followed the lead taken by 
the Pennsylvania Lines earlier in the day, and, instead of 
putting onto the stand accountants and subordinate offi- 
cers, brought forward their vice-president in charge of 
traffic, Chas. F. Daly. 

Mr. Daly explained that his jurisdiction extended to 
freight, passenger, mail and express traffic and that he had 
held his existing position since about November, 1908. The 
provosed freight rate increases, Mr. Daly stated, included 
both class and commodity rates and applied both to local 
and through traffic. The necessity of the increase hed been 
felt “to his personal knowledge” since the middle of 1908, 
and that ever since that time “our management have been 
discussing and conferring as to the advisability and the 
wisdom of endeavoring to secure such an advance.” 

“But we temporarily abandoned or laid aside,” said 
be, “the efforts to bring that about in the latter part ol 
1908, out of respect to the views of a large number of ship- 
pers who felt that while, as they admitted at the time, pos- 
sibly* there was justification for an advance in freight 
rates, they thought it was unwise to push it to an issue 
during a depression in business generally, such as existed 
at that time. . . That is also the condition of mind in 
which we passed through the year 1909, practically, dis- 
cussing among ourselves, however, off and on, during that 
entire period as to whether or not there were still condi- 
tions existing which made is necessary and desirable to 
apply for or endeavor to have this increase in rates ap- 
proved by the Commission. We took the position in the 
latter part of 1909, based on rumors that had come to us 
from the labor organizations that they were preparing to 
demand an increase in their wage scale, that, as we stated 
then, if any such demand was made, it would be absolutely 
imperative that we should have an advance in our rates. 
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It is perfectly clear, I guess, to every one here as tu what 
followed.” 

Mr. Daly stated that the advance now proposed was 
“sveneral advance as to class rates, with a reasonable ad- 
vance as to commodity rates; that is, a reasonable number 
of commodity rates.” 

Replying to Counsel Brown, Mr. Daly reiterated that 
the proposed increase of rates had been abandoned “until 
this demand for an increased wage scale was presented, 
and when that was presented, our management decided 
that it was imperative that they must have an increase in 
their rates.” 

Counsel Brown asked for a statement from Mr. Daly as 
to the reasons for the specific advances on certin descrip- 
tions of traffic, and Mr. Daly replied: 

“The advance was made on the commodities which ure 
included in the list largely because of the fact that they 
were among the commodities which had not been advanced 
for some time. A further consideration was the fact that 
the commodity in itself was carrying a rate which was not 
what it could consistently stand, under which it would 
move freely. But the class rates; it is common knowledge 
that there have been no changes in the New York-Chicago 
basis of class rates for a great many years, and, as there 
have been very material adjustments in commodity rates, it 
was felt that class rates for that reason, among others, 
should stand a general advance. There was a feeling on 
our part that these could very properly stand the advance 
which it was proposed to put on them.” 

Mr. Daly also stated that the railroad’s conclusions 
had been based on a consideration of the “value of the 
service performed by the railroad upon the commodities,” 
and upon classes. In this matter the higher class of goods, 
according to Mr. Daly, had long borne a disproportionately 
small amount of freight charge. 

Examiner Hillyer: How do you explain the fact that 
the rates got into such a condition, that the rates were out 
of line on the higher priced articles? Is it not due to an 
advance in the price of the articles in recent years? 

Mr. Daly: Well, that is true, your Honor, to some ex- 
tent, but not altogether. I took the position that the scale 
never was proper. The rate fabric of this country is to a 
very large extent the result of crazy-quilt work. It is 
made to meet the conditions which existed. It has been 
gradually working itself into a more consistent and or- 
derly condition for many years, and is, we feel, getting 
down to a basis that is becoming very intelligent and fair 
and less intricate in its operation, although it is stili, I 
think, about the most delicate fabric that exists in the 
commercial and business world. 

Explaining further, Mr. Daly noted that the higher 
class of freight is shipped, in most instances, in less than 
carload lots, and that less than carload shipments have to 
be handled by the railroad and not by the shipper, thus 
adding to the expense to the railroad. Less than carload 
shipments, Mr. Daly stated in reply to questions by Exam- 
iners Brown and Hillyer, were becoming more frequent, 
and this increasing frequency was accompanied by an in- 
creasing demand for fast transit. 

Examiner Brown: As a matter of fact the shipper is 
Shipping in less quantity, that is, the unit of business is 
less to-day than it was ten years ago or five years ago? 
That is, he is shipping more rapidly and less in quantity? 

Mr. Daly: That is the practice. The merchants are 
handling a smaller stock on account of the rapid service 
of the railroads, to prevent their providing storage ware- 
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house facilities and enlarged stocks. They are enabled by 
this facilitated service to turn their capital over a hundred 
times a year. Further, they are enabled to take advantage 
of markets and conditions which they were not able to 
take advantage of before. 

In conclusion, Mr. Daly said that he was of the opinion 
that the rate advances would not be unjust if they were 
higher. 

Again Mr. Lyon, of the Commission, as agreed upen 
before the morning session, opened the cross-examination. 
To his questions Mr. Daly replied that the New York Cen- 
tral had not been guided in its determination to increase 
rates by a desire to bring about a closer adjustment be- 
tween the long-distance and the short-distance rates, but 
had proceeded upon the feeling that “class rates as a whole 
do not bear their proper share of the transportation ex- 
penses as compared with commodity rates. In my «pinion 
the commodity rates, as a result of the ability to adjust 
them to commercial conditions more readily, as they are 
individual rates, have always been more nearly in proper 
relation to the carrying charge than the class rates, which 
have been practically rigid.” 

Mr. Lyon: When these advances were made, these 
proposed advances, did you have before you, presented in 
any form, a statement of the financial condition of the com- 
pany, what it had been earning in past years, what it was 
earning at the present time, and any of those factors? 

Mr. Daly: Those factors are before me all the time. 

Mr. Lyon: What would move you to increase the 
rates as a whole on a large portion of the traffic of the 
New York Central? 

Mr. Daly: An increase in the operating expenses. 

Mr. Lyon: You mean if there was a gross increase in 
operating expenses from year to year that would move 
you to increase the rates? 

Mr. Daly: Usually we take into consideration the net. 

Answering questions of Mr. Lyon, further, Mr. Daly 
stated that he was the person in the road responsivle for 
the rate increases, but on being pressed as to whether 
higher officials instructed him or acted with him he replied: 
“I may possibly be asked to join in a conference with 
others to decide that.” 

In the specific case before the Commission, Mr. Daly 
stated that he had been conferred with by the “officers.” 
He added, however, that the action could not be traced to 
any particular meeting, there having been many discussions 
at various times. 

It was Mr. Daly’s opinion, as brought out by Mr. 
Lyon, that even though the operating income of the road 
might show a sufficient increase in 1910 to offset the in- 
crease in wages, the proposed increase in freight rates 
would still be necessary. 

Mr. Lyon: Why do you make that statement? You 
just think that the rates are not high enough? 

Mr. Daly: I think I made it pretty clear, Mr. Lyon, 
that I stated that I didn’t feel that the New York Cen- 
tral lines had been earning sufficient for a number of 
years. 

Mr. Lyon: Do you think they ought to earn more to 
pay additional dividends? 

Mr. Daly: Oh, we are not basing this on our desire 
to pay additional dividends. That has not prompted our 
action. 

Mr. Lyon: 

Mr. Daly: 

Mr. Lyon: 


What prompted it? 
The need of more money. 
For what purpose? 











Mr. Daly: To operate the property. 

Mr. Lyon: You are still earning a larger net income 
than formerly— 

Mr. Daly: That would not indicate that we had 
sufficient money to properly operate the property. 

Mr. Lyon: Do you mean it is not being properly 
operated ? 


Mr. Daly: No, it is properly operated, but I mean 
to make possible the extensions and betterments and im- 
provements that we feel the deraands of the traffic world 
require, 

Mr. Lyon: Then I understand it is to make the bet- 
terments and improvements that the public demand, out 
of the increased rates? 

Mr. Daly: Yes. 

Further cross-examination caused Mr. Daly to state 
that the New York Central carried at the present time 
more cars less filled than formerly, and that this was 
one of the reasons why costs had increased in handling 
the classified freight and why it was therefore necessary 
to raise the rates on such freight. 

Mr. Daly: There is less in a car, and it is moved 
on a faster schedule. Also, an increase in the cost of 
maintaining and operating freight terminals and freight 
houses has occurred, the increased cost of labor, and 
everything of that kind; the increased cost of insurance, 
and everything that covers the movement. Now that is 
true as to the point of shipment as well as delivery. 

It was the “base trains between the terminals,’ and 
not the local trains, Mr. Daly said, that had caused the 
increased cost. Further, said Mr. Daly, it takes at least 
two trains to handle the same tonnage on the fast ex- 
press schedule that it would to handle the same tonnage 
on the slow schedule. 

Mr. Lyon expressed some surprise at this last state- 
ment, it having been his impression that the “enormous in- 
crease in tractive power and the increase in the present 
car capacity” would have had the opposite effect. 

Mr. Daly: You understand I am talking now about 
‘the engines of to-day. We can haul with two engines of 
identical capacity twice or three times as much tonnage 
on a slow schedule as we can on an express schedule. 
In other words, the reduced tonnage is necessary to 
make the express time. 

Taking up the examination for the shippers, Mr. 
Thorne asked: “Notwithstanding this increased speed 
required on part of your traffic, upon your traffic as a 
whole you are hauling more tons to-day on an average 
for each train than you did last year or a few years 
ago?” 

Mr. Daly: Yes. 

Mr. Thorne: That factor has been gradually in- 
creasing? 

‘ Mr. Daly: Yes, but it has not been increasing with 
a desirable influence on the net revenues of the company. 

On Mr. Daly’s retirement from the stand, Mr. Bran- 
deis, for the shippers, requested that the railroads file 
data showing the relative time made by their fast freight 
trains between New York, Chicago, Cincinnati and St. 
Louis during the last ten. years, such information not 
being on file with the Interstate Commerce Commission. 

The balance of the afternoon was taken up with 
presenting of detailed statements by many of the roads, 
in conformity with the requests made by the Commission 
and by the shippers in the hearings. 
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Daly Continues Testimony 


Vice-President Chas. F. Daly of the New York Central 
resumed the stand for cross-examination Tuesday morn- 
ing, Mr. James asking first as to the date when the 
advance of rates was definitely decided upon. Mr. Daly 
thought it was about the last of June, but that the 
decision was not reached at a joint conference of 
different railroads. There had been some six months 
of consideration be®ore that, and “rate checking” had 
been carried on between the carriers in order to arrive 
at a scale that would not injure the commercial interests. 
The rate checking had taken place in the rooms of the 
Trunk Line association. 

Mr, James sought to know whether the committee 
was a unit on the proposed rate advances when they 
‘met. Mr. Daly answered that there had been discussion. 
which had involved proposals of different rates. The 
first-class rate some wanted to have raised by $1.25 and 
some wanted it to go no higher than 90 cents. 

Examiner Brown entered objection to certain lines of 
inquiry by Mr. James, but waived them when Mr. James 
explained that his object was to ascertain the witness’ 
own impressions of the reasons for the proposed advances 
in order to secure a justification, if possible, for the 
claim of the railroads that the advance was “just and 
reasonable.” 

Mr. Brandeis here made the point that, while the 
annual reports of the railroads are filed with the Inter- 
state Commerce Commission and are by law parts of the 
evidence to be considered in any given case, it is hardly 
practicable to make use of this evidence unless the im- 
portant and relative points thereof are brought into spe- 
cific evidence and brought to argumentative attention. 

In reply, Examiner Brown noted that, in making up 
its mind on such cases as the present, the Interstate 
Commerce Commission goes outside of the evidence sub- 
mitted and takes recourse to all its own records and its 
preceding information. 

Counsel Clyde Brown of the New York Central Lines 
introduced into evidence the decision of the arbitrators, 
Commissioner Clark and Mr. Morrissey, in the matter 
of the wage scale. 

Mr. Thorne, for the shippers, thereupon again urged 
that the shippers be personally supplied with further 
data from the roads as to the distribution of their ex- 
penditures between, for instance, maintenance of equip- 
ment per car and per locomotive and also maintenance 
of structure. Examiner Hillyer explained that all such 
data were in the hands of the Commission or the rail- 
roads and could be had by application to either source, 
but Mr. Thorne insisted that it was necessary to have 
“physical possession” of the matter during the hearings 
so that it could become the basis for cross-examination. 

Said Mr. Thorne: Mr. Examiner, I just want to call 
your attention briefly to how absolutely helpless we are 
in the cross-examination of this particular witness (Mr 
Daly) as to the operating expense, which is the vital 
matter in this case. From one standpoint of the rail- 
road’s statement, their operating expenses for the last 
seven months ending July 31, 1910, form 70 per cent 
and over of the gross earnings of the Lake Shore. In 
1909, for the same period they formed 64 per cent. That 
situation, extending over a year, might assume impor- 
tance, and very great importance, in the final argument 
of this case. How am I able to find out how mucl 
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these gentlemen have applied to the repair and renewal 
of locomotives and cars, and so forth, whether they 
have exaggerated the amount of expense or not, unless 
I am able to have these matters in detail? 

Counsel Brown and Examiner Hillyer stated that the 
reports desired by Mr. Thorne were published monthly, 
as rendered by the roads, in the New York financial 
papers, and could be obtained from them. Mr. Thorne 
assented, for the time being, to receiving them from 
this source. 

Resuming cross-examination, Mr. James of the ship- 
pers, drew from Mr. Daly that there had been no dis- 
cussion among the general officers of the road as to the 
wisdom of applying specific rate increases. The dis- 
cussions of these officers, he said, were confined to “the 
fact that we needed money,” the detail of the increase 
being left to “be disposed of by the men having that 
part of the work in charge.” 

Mr. James: Do you know whether you or any of 
your subordinates took up each article and each class 
in order to determine commercially as to whether it 
would stand the advance? 

Mr. Daly: We did not. 

Mr. James: You have told the examiner—have you 
not, that there were two elements that you considered— 
the cost of the service to the railroad company and 
the value of the service to the shipper? 

Mr. Daly: Yes. 

Mr. James: How could you determine the value of 
the service to the shipper unless you considered each 
class of goods, wares and merchandise in a particular 
class or a particular commodity? 

Mr. Daly: You know that is just as unreasonable, 
Mr. James, as it is possible for anything to be. 

Mr. James: That is, from the railroad standpoint? 

Mr. Daly: From your standpoint. 

Mr. James: De you not know that this scale of 
rates per hundred pounds for the ist, 2d, 3d, 4th, 5th 
and 6th classes—75 cents, 65 cents, 50 cents, 31 cents, 
30 cents and 25 cents—has been in effect since 1887? 

Mr. Daly: For some years. 

Mr. James: Has there been or has there not been 
a change in the cost of production of commodities and 
the selling price of commodities in the channels of trade 
in that time? 

Mr. Daly: 

Mr. James: 


There certainly has. 

If that is true, then, the value of the 
service as to a particular commodity has changed con- 
stantly, has it not, since 1887? 

Mr. Daly: The service has become more valuable. 

Mr. James: As to some articles, yes. Is it not also 
true that it may become less valuable to some articles? 

Mr. Daly: I doubt if it has become less valuable 
as to any article. 

Mr. James: 

Mr. Daly: 
that. 

Mr. James: Your judgment is not the result of in- 
vestigation at all? 

Mr. Daly: Yes, it is based on my general knowl- 
edge of the business conditions of the country, and the 
prices that have prevailed. 

Mr, James: Then you approve it because, in your 
judgment, there had been the same conditions prevailing 
as to each article of goods, wares and merchandise 


You do not know that? 
My best judgment prompts me to say 
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handled in Official Classification territory in 1910 as 
existed in 1887? 


Mr. Daly: No; we decided from the general view- 
point of conditions in general. Now, understand, Mr. 
James; let me make myself clear. I am not here pro- 
fessing to state that this proposed schedule of rates 
which we desire to make effective, with the approval of 
the Commission, is perfect; but we contend that we 
will make it perfect just as rapidly as it is possible to 
make it perfect, as soon as there are inequalities or 
inconsistencies brought to our attention. 

Mr. James: Did I not understand you to say that 
there had been practically unchanged freight charges as 
to the bulk of the commodities in 20 years? 


Mr. Daly: Unchanged? 
Mr. James: Practically unchanged? 
Mr. Daly: You refer to the class rates? 


Mr. James: The class rates: 

Mr. Daly: Yes. 

Mr. James: But there has been—as I understand 
from your present testimony, the inference would be 
that you have worked the increased rates by changes of 
classification ? 

Mr. Daly: No, I did not make any such statement. 

Mr. Daly continued by stating that while there had 
been some changes in classification, he was not pre- 
pared to say how many. Being asked to state whether 
or not “advances had been constantly worked for 20 
years through classification,’ he replied in the negative, 
but acknowledged that there had been some general 
advance in rates through changes of classification in 
1900. He would not admit that there had been as many 
as 800 to 900. 

Mr. James: This did not operate on your mind in 
giving an opinion that these advances were just and 
reasonable, did it? 

Mr. Daly: No. 

Mr. James: You did not consider the market price 
of commodities or the change in the market price of 
commodities between 1887 and 1910? 

Mr. Daly: I knew that they had practically all 
gone up. 

At this point Mr. James asked Mr. Daly if he agreed 
with Mr. Thayer of the Pennsylvania that commodity 
rates “reflected more perfectly what the traffic would 
bear;” but Mr. Daly answered: “I think commodity 
rates are changed more often, subject to acute com- 
mercial conditions.” He would not assent, under cross- 
examination, to any modification of this reply. 

Mr. James’ next line of inquiry was as to the rate 
on sugar, which it is not proposed to raise under the 
present advance. This commodity, Mr. Daly said, con- 
stituted about 30 to 40 per cent of the total westbound 
tonnage of freight from New York. He admitted that 
it was being carried at a rate that was not “com- 
pensatory,” but explained as follows: 

Mr. Daly: The rates on sugar, like the rates on a 
great many commodities, are subject to very delicate 
conditions. The rates on sugar from the Atlantic sea- 
board and common territory must naturally conform to 
the rates on sugar from other producing centers, such 
as New Orleans and from the producing beet sugar fields 
of Michigan and the middle west. And the rate on 
sugar from New York, possibly what we feel the traffic 
should bear and what it ought to stand, would abso- 
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lutely stop the shipments from the Atlantic seaboard 
territory; and, unfortunately, we are required, or at 
least we feel it is a desirable policy, sometimes to trans- 
port traffic under conditions of that kind temporarily 
at a margin of profit which is not compensatory, and 
on which, if we were compelled to transact all our 
business, we would be bankrupt in thirty days. 

Counsel for the railroads endeavor to shut out the 
inquiries on the sugar schedule on the ground that the 
sugar rates were not concerned in the present investi- 
gation, but the examiners admitted the subject as being 
germane to a test of Mr. Daly’s judgment as to whether 
rates were just and reasonable. 

Mr. James then tried to have Mr. Daly state that 
the American Sugar and Refining company controlled 
the plants both at New York and New Orelans, but Mr. 
Daly insisted that there were independent shippers also. 

Mr. James: Sugar, however, is not bearing its 
proper share of the cost of transportation, is it? 

Mr. Daly: I do not feel it is bearing as much as 
it should, and I do not feel it is bearing as much as 
it will bear. I do not hesitate to say that the sugar 
rates need advancing, and will be advanced, just as 
soon as conditions which affect them make it possible. 
I am frank to say that the rates that are proposed to 
be raised at this time are not the only rates that are 
to be raised, or the only rates that we anticipate and 
hope we will be able to raise. 

The next questions of Mr. James were directed 
toward determining whether the proposed rate increases 
had been arrived at through application of the “per- 
centage basis,” but Mr. Daly replied that there had been 
no such calculation. And Mr. James then turned his 
attention to the question as to the extent to which so- 
called luxuries had been placed in the higher classes in 
order to raise the rate. 

Mr. James: And is it not true that in the upper 
elasses are carried great quantities of the actual neces- 
saries of life? 

Mr. Daly: Yes, sir; but they are the higher priced 
necessities of life. 

Mr. James: Like a pair of shoes, for example? 

Mr. Daly: Yes; or a pair of gloves. 

Mr. James: A pair of gloves? 

Mr. Daly: Yes, a great many high priced articles. 

Mr. James: And goods of which clothing is made 
for women and children? 

Mr. Daly: A great many high priced articles. 

At some length, replying to various questions, Mr. 
Daly maintained that the increased rate on high-priced 
articles had only an “infinitesimal” effect when it reached 
to consumer. Mr. James asked if the aggregate, how- 
ever, when applied to 600,000 people, as, for instance, 
in the total population of St. Louis, would not be con- 
siderable. | Mr. Daly replied that most of the amount 
went back in wages. 

Mr. James: They would have to work for it; they 
would have to give the sweat of their brows to get 
the money to pay the freight. You get it back 
from them, so that it wouldn’t be of any benefit to them. 

Mr. Daly: Very little of it we retain. The ma- 
jority of it goes back to the source from which we 
got it. 

Resuming the inquiry as to the justification in the 
commercial conditions for the raising of rates, not- 
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withstanding that commercial conditions had not brought 
about such a change since 1887, Mr. James asked: 

“What particular conditions do you know of to-day 
to throw out of adjustment the present rate fabrics?” 

Mr. Daly: The necessity for more money and the 
justification in the valuation of the service. 

Referring to the part played by terminal charges in 
the cost of L. C, L. freight, Mr. James asked: “Don’t 
you know that in making up the freight structure on 
the present basis the terminal charge had been taken 
care of in the percentage?” 

Mr. Daly: Well, whether it had been or not, it 
doesn’t cover it. 

Mr. Daly further stated that he did not know that 
the Interstate Commerce Commission, writers on rail- 
way economics and others, had commended the care of 
the terminal charge on this basis. 

As to the matter of the increased clerical, warehouse 
and other expenses in handling L. C. L. freight as com- 
pared with carload freight, considerable acrimony de- 
veloped between counsel and witness, Mr. Daly finally 
adhering to his original statement that “all our manual 
and clerical forces in our freight terminals are employed 
practically exclusively on account of L. C. L. freight.” 

Mr. James then turned his attention to the matter 
of the relative loading of carload and L. C. L. carload 
trains, and asked how long since the roads had begun 
to opérate the 60-hour fast freight service between New 
York and Chicago. Mr. Daly’s recollection was that 
“we have attempted to make a 60-hour schedule between 
New York and Chicago for the last fifteen years. Un- 
fortunately, however, the times that the schedule was 
made were very much fewer than the times it was not 
made. But since that time, through very large ex- 
penditures for passing tracks and third and fourth tracks 
and heavier tracks and better motive power, and by 
putting other operating conditions to one side to make 
it possible to almost make passenger-train time with 
those trains we make it very much more regularly. 

Mr. James: These various elements that you have 
enumerated, of adding new tracks and straightening out 
curves and eliminating gradients, have all worked for 
economy of railroad operation, have they not? 

Mr. Daly: To some extent; yes, Sir. 


Brandeis Cross-Examines Daly. 


Mr. Brandeis, the shippers’ lawyer, began by seeking 
the opinion of the witness on the general question of 
whether the rates which it is now proposed to raise 
had been too low for a number of years past, and of 
whether taht lowness had been the result of competition, 
but witness would not given any general answer. He 
stated that competition did have effect between common 
points. 

Mr. Brandeis: Is it your opinion that the existence 
of rail and all-water competition (such as exists between 
New York and Chicago) has'‘no bearing upon what the 
question is of a proper rate from New York and Boston 
and Philadelphia to Chicago? 

Mr. Daly: I don’t think that the question of com- 
petition has anything whatever to do with establishing 
what is a proper rate. 

Mr. Brandeis: Isn’t i+ a fact that the instruments 
of commerce on the Great Lakes are in a large meas- 
ure controlled by the very railroads which control the 
rail traffic? 
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Mr. Daly: They have some interest in the boats 
and lake service. 

Mr. Brandeis: Well, they have not some interest, 
but the controlling interest, haven’t they? 

Mr. Daly: I eouldn’t say that they had. 

On further cross-examination, Mr. Daly admitted that 
the New York Central and the Pennsylvania, each, con- 
trolled a steamship line on the Great Lakes, but he 
insisted: that “we do not, and neither does any of the 
railroads, control all of the boat competition between 
Buffalo and Chicago.” The line controlled by the Penn- 
sylvania, he stated, was the Anchor line and the ones 
in which the New York Central was ir‘terested were the 
Western Transit and Rutland Transit. 

The hearings were interrutped at this point for the 
noon recess. After recess numerous further statements 
were introduced by the railroads. Mr. Butterfield, on 
behalf of the New York Central, introduced what he 
declared to be a complete exhibit of the method by 
which the freight rate increases had been computed. 
It constituted a package, said he, of about 128 cubic 
feet in volume. 

“We have produced here, as a mere sample,” said 
he, “the exhibits with respect to one of the 30 lines, 
and we await with interest the further request from 
the learned counsels for the shippers upon the subject 
to which I have referred.” 

Resuming cross-examination, Mr. Brandeis asked: 
“Have you any figures showing the increase in revenue, 
estimated from increase of rates not suspended, but 
for which tariffs were presented during the year 1909?” 

Mr. Daly: No, sir. 

Mr. Brandeis: It is a fact, is it not, that, say, on 
first class of goods, the lake and rail rates were in- 
creased about 25 per cent, whereas the all-rail rate 
was increased only 20 per cent? 

Mr. Daly: I haven’t got the figures in my head 
to say definitely. If you have them before you there, we 
don’t question them. 

Mr. Brandeis (after substantiating the figures): Why 
was this larger percentage of increase made? 

Mr. Daly: Because the relative conditions made it 
advisable. The lake and rail rate was sufficiently low, 
in our opinion, that the service justified that advance, as 
compared to the advance that was made in the all-rail. 

Mr. Brandeis.: On what do you base that statement? 

Mr. Daly: The figures—a 62-cent rate, as compared 
with the 75. The difference in service does not justify 
the difference in rates. 

Mr. Brandeis: But I want to know the facts on 
Which you rely for making that distinction between the 
increases. 

Mr. Daly: The best of my judgment, sir. 

Mr. Brandeis: That may satisfy you, but I think 
others would want to know on what you base your 
judgment. 

Mr. Daly: I am afraid you will have to accept that. 

Being further urged, Mr. Daly replied: “The basis 
of my judgment is exactly the same as the basis of a 
man who knows how to play a good game of golf. It 
comes from practice, contact and experience with the 
particular subject at issue.” 

In the matter of the relation of the terminal charge 
to the total freight rate, Mr. Brandeis tried by numerous 
questions to get the witness to state what his judgment 
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was as to the proper determination, or principle of de- 
termination, but witness finally replied, “I would say 
to you very frankly we have never undertaken to segre- 
gate the costs of the terminal and other service.” 

Mr. Brandeis then called attehtion to the various 
elements which Mr. Daly had stated entered into the 
increased expensiveness of handling less than carload 
lots, such as the fast train service, and asked if these 
things were not absent in the lake and rail tarffic. Mr. 
Daly’s answer was that they were not altogether absent. 
One reason was, said he, that the fact that the lake 
ships sail on fixed days and at fixed times required extra 
eare in seeing that the fast freight made unfailing con- 
nection with them. 

Referring to the matter of the practice alleged by 
Mr. Daly as to the railroad consulting with shippers 
before making proposed changes in freight rates, Mr. 
Braideis pressed a question as to the failure, or alleged 
failure, to following this practice in the matter of the 
advance now under examination. 

Mr. Daly: I shall have to answer that question in 
sections. In the first place, in a measure, that is true. 
We have not had any general conferences with particular 
commodity or class shippers as to the effect of this 
raise on that particular commodity or interest. We have, 
however, in a very large degree, discussed the general 
question with as many of the shippers as we could, 
individually. The volume of this proposition was such 
that it would have been a physical impossibility. Tak- 
ing it as a whole, I doubt not that we have talked with 
as many shippers in proportion as we have in con- 
nection with the Official Classification changes. 

Mr. Daly further stated that the boot and shoe rate, for 
instance, had been made known in advance to Mr. Ives 
of Boston, now chairman of the executive committee 
of the seaboard organization of shippers, but maintained 
that “if we had submitted a tariff to the shipper of 
every commodity and every class in every section of 
the Official Classification territory, you and I would not 
be here to argue this thing when it went through.” 

Mr. Daly: I feel, Mr. Brandeis, that you and all 
your New England constituents are fair enough—I think 
they are, I feel sure they are—to be willing that a rail- 
road, even though it is a public service corporation, 
should have some ordinary common sense rights, and 
be permitted to use, at least in a small measure, its 
judgment in what is necessary and proper in admin- 
istering the affairs and operation of its property. No, 
we must certainly have something to say, or must have 
some rights in passing judgment on what our service 
requires in the way of compensation. We do not ques- 
tion the right of your boot and shoe man to say that 
$4.50 or $5 or $6 and up is what he must have in order 
to cover the cost and selling price of his products. Be 
to a small degree as reasonable as we are. 

Mr. Brandeis indicated his hope to “as reasonable 
in a large degree,’ but insisted that for the benefit of 
the Commission it was not sufficient to have from the 
witness merely his opinion as to what is reasonable 
and just, without due support of such opinion by facts. 
He then asked why, if it was Mr. Daly’s belief that the 
commercial value of articles should figure in determining 
the freight rates, the differentiation in classification 
should not be carried out further than it is. Why, for 
example, he asked, should the railroads in the first-class 
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rates charge precisely the same for a case of high-grade 
silks and a case of oil clothing? 

Mr. Daly: On its broad face, it does not seem 
hardly fair that they should. I think the price of the 


- silks ought to be about $2.50 instead of 90 cents. I 


do not think that 90 cents is too small on oil clothing, 
but I think it is very much too small on the case of silk. 

Upon the witness expressing the belief that there 
could be such a thing as too high as well as too low 
a rate, Mr. Brandeis said: 

“I want to know whether, in considering this re 
adjustment of rates, your committee gave serious con- 
sideration to that question—to the question whether a 
reclassification according to values would not be fairer, 


or, to put it in another way, a less burdensome and | 


disastrous method of increasing the revenue, should such 
increase be justifiable, than to simply average up and 
raise everything regardless? 

Mr. Daly: We are doing that 
know, Rome wasn’t built in a day. 

Mr. Brandeis: But what we savy is that these rates 
—and I want you to understand our position and see 
that it is not unreasonable—what we say is that for a 
lifetime, that is, a generation of business men, these 
rates have prevailed, and to these rates business has 
accommodated itself, and that no increase should be 
made in any of those rates without adequate considera- 
tion of the effect of that increase; that for a business 
man, for a manufacturer of shoes, a manufacturer of 
cotton goods, or a manufacturer of woolen goods, it is 
just as important that his rate should not be unduly 
raised, as if he did not have a thousand or two thousand 
associates in the same position. 

Witness contended that there had not been an undue 
advance. He also contended that the existing rates had 
not been established, as Mr. Brandeis sought to have 
him state, by successive conferences during the past 
thirty years; that is, the individual rates had not been 
so established. Said he: 

“Just simply the classes as established there have 
been a block proposition.” 

Mr. Brandeis: If it is impossible to consider the 
effect upon existing industries, would it not be more 
reasonable to leave unchanged the burden on those in- 
dustries and deal with those other articles of commerce 
(the large commodities( to which it is possible to 
make an investigation and in connection with which you 
ean exercise a trained and experienced judgment? 

Mr. Daly: Well, from the best of our knowledge 
and belief, based on, as I repeat again, great experience, 
and others who have had a great deal more than myself, 
we do not feel that the rate which it is proposed to 
inaugurate in the classes is unduly high, or that it will 
have any serious: effect on any of the manufacturers. 

Replying further to Mr. Brandeis’ insistence upon 
facts rather than judgment, Mr. Daly said: 

“We have stated why and what we did. Now you 
say that this will have a terrible effect on the business 
of your clients. We haven’t anything from you or your 
clients, except your statement, which is not in our judg- 
ment worth any more than mine, and, in this particular 
instance, I don’t think is worth as much. 

Mr. Brandeis: I am not undertaking to set up my 
statement. 


continually. You 
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At the close of the cross-examination by Mr. Brandeis, 
Mr. James resumed with a few questions as to the rela- 
tion of the lighterage charge on sugar from the American 
Sugar Refining company in New York harbor to the 
New York Central lines to the gross freight rate on 
that sugar.. The freight rate, he stated, was 18 cents 
and the lighterage 4%, and asked Mr. Daly if he did 
not think that an excessive percentage. Witness re- 
plied that “we pay a charge for that service in order 
to avoid the necessity of providing our own lighterage 
for it. The charge is less than it would cost us to 
perform the service with our own lighters.” 

Mr. Thorne for the shippers next took up the exami- 
nation and asked the witness whether the continuance 
of the existing rates, without the proposed increase, 
would leave the road without sufficient money to pay 
its “operating expenses.” Witness replied by asking 
what Mr. Thorne meant by “operating expenses.” Mr. 
Thorne pressed his point, and added: “If you have 
enough to pay your operating expenses, what is your ob- 
ject in making these increases?” 

Mr. Daly: Well, we hardly feel that it is consistent 
or reasonable to expect the operation of a business in- 
volving as much as does the New York Central & Hud- 
son River railroad on a basis which would just eke out 
its operating expenses and costs. 

Mr. Thorne: Judging by the experience of the past 
year, during the coming year the New York Central 
would have a surplus of over $4,000,000, would it not? 

Mr. Daly: I think not. 

Mr. Thorne: What surplus did you have last year? 

Mr. Daly: Couldn’t tell you? 

Mr. Thorne: Did you have any surplus? 

Mr. Daly: Couldn’t tell you? 

Mr. Thorne: Do you know anything about the sur- 
plus and the operating expenses and the fixed charges 
on your railroad? 

Mr. Daly: Not much. 

Mr. Thorne: Do you consider yourself competent 
to testify on those factors for your company? 

Mr. Daly: No, sir. 

Before the witness was excused Mr. Lyon, for the 
Commission, emphasized the fact that the reasons which 
the railroads had for increasing their rates were not 
yet becoming sufficiently in evidence, and he desired to 
make such further examinations as would bring out 
that evidence. 

Examiner Brown expressed himself as adverse to 
any arguments on the case during the hearings, saying 
that due opportunity for arguments would be given later 
when the Commission had examined the evidence and 
ealled for the arguments. 

Mr. Lyon, following up his desire as above expressed, 
obtained from Mr. Daly the following statements: 

The primary ground of the increase of rates is the 
increased cost of operation, meaning the net increase. 

If it was felt that there would be sufficient net 
operating revenue after all charges were paid, the in- 
crease in rates would not be asked for. But it was 
felt that the net operating revenue would be decreasd. 

Mr. Lyon: Of course, I do not know that the New 
York Central is through presenting its case. when you 
leave the stand, but the only element which has been 
referred to by that company as justifying the increase 
of rates is the one of wages: there has been no at- 
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tempt to present any other matter in presenting this 
question. 
Mr. Butterfield: Don’t you regard that as sufficient? 
Mr. Lyon: If I was passing upon this, an expression 
of opinion from me might be of consequence, but I am 


not. 


Mr. Lyon: I may be wrong, but I have the impres- 
sion that on account of the water competition of the 
lakes it is very difficult to control commodity rates. 

Mr. Daly: I do not mean to control them, but to 
mold them, to change them as they affect specific com- 
modity rates. 

Mr. Lyon: But it is a fact that the intense compe- 
tition through the Great Lakes and the canal to a great 
extent controls the rates in this territory between New 
York and Chicago. Is not that a fact? 

Mr. Daly: It is not a fact, in my judgment. 

Mr. Lyon: That shéws how traffic men differ, be- 
cause we have had cases where they testified directly 
to that effect. 

Mr. Daly: It has an element of effect, but the com- 
mercial conditions, the demands of the trade and the 
public, and the value of the service to the shipper and 
the receiver are the controlling elements. The freight 
rates cuts no ice at all. When a man wants anything, 
he wants it, and when he wants service, he wants serv- 
ice: he does not care anything about price; service is 
what he wants. It is the demand for better service on 
the part of the public which has made it necessary to 
have heavier tracks, heavier power, faster trains, eleva- 
tion of tracks, elimination of grade crossings, building 
of better and larger and more commodious passenger and 
freight stations, extensive team tracks, private sidings, 
every facility known to human comfort in the transac- 
tion of their business; that is what the public wants. 
They are not quibbling over a few cents in the freight 
rate. It is not a question of a few pennies, as to 
whether it is 75 or 90 cents. When a man wants his 
freight, he wants it got there. The water controls that 
on which time is no factor, heavy, dead freight that 
moves with unlimited time to reach its destination. 

Mr. Lyon: Then it is your opinion that the freight 
rates in this territory are made on that basis, that the 
shipper is indifferent to the amount of the charge? 

Mr. Daly: The indifference of the shipper as to the 
amount charged has nothing whatever to do with the 
making of the freight rates. 

Mr. Lyon: Therefore the high freight rate does not 
reflect all the cost to the carriers, but simply reflects 
what the carrier has seen fit to charge for these in- 
creased facilities and so forth? 

Mr. Daly: Absolutely just the opposite. The freight 
rate does reflect what it costs the carrier, or, at least, as 
near as they are able to control it. 

Mr. Lyon: I understood you to say that the shipper 
was not concerned with the freight rate, and really did 
not care anything about it? 

Mr. Daly: That is exactly what I said. 

Mr. Lyon: And that the carrier itself has volun- 
tarily reduced it to the low point without any effort on 
the part of the shipper? 

Mr. Daly: Oh, well, now, there are instances, Mr. 
Lyon; we are not speaking of every identical case; I am 
Speaking now generally. There are cases where a man 
Will hound you to death ‘to get 2 cents taken off his 
freight rate, and evidently to that man the freight rate 
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does cut some figure; but, generally speaking, in the 
large commercial transactions the freight rate is a very 
small factor and it does not affect the mind of the ship- 
per a particle. It is the service he wants. 

Mr. Lyon: I think you are making a very broad 
statement, and I am only asking the question because 
it seems to me it is a broad statement. I really under- 
stood you to say that in the great body of commercial 
transactions the question of the freight rates cuts prac- 
tically no figure. 

Mr. Daly: That is my judgment. 

Mr. Lyon: You say that, of course, with knowledge 
of the value of these heavy commodities at the point’ 
of production compared with their value at the point of 
consumption? 

Mr. Daly: I do. 

Mr. Lyon: After they have had only the matter of 
transportation added to them? 

Mr. Daly: I do. 

Mr. Lyon: You say that with the knowledge that 
coal is sometimes worth and has been bought at the 
mouth of the mines at from 40 cents to $1 per ton, and 
is worth on the seaboard from $3 to $3.50? 

Mr. Daly: Yes, sir. Not referring specifically to 
coal, as I have tried to make it clear to you and you 
co not seem to be willing that I should; my statement 
does not apply to every specific shipment that is made 
in this country, but I am particularly referring to the 
class rates. Now, the rate on coal: It is one of those 
particular commodities that it does have some effect, 
but, nevertheless, when the man wants the coal, the 
freight rate has very little effect. He wants the coal, 
and what it costs him to transport it is the smallest 
factor to be considered by him. But coal is an excep- 
tion, possibly, to the general rule, so far as the extent 
to which the freight rate is the consideration. The 
freight rate is a consideration more in the extreme heavy 
commodities than in the lighter ones, such as merchan- 
dise traffic. 

Mr., Lyon: And the great business of the railroad 
is the transportation of the heavy commodities, is it not? 
It is largely heavy commodities, is it not? 

Mr. Daly: There is quite a considerable heavy ton- 
nae, yes. 

Responding to Mr. Lyon’s request that he define what 
he thought is meant by the term “competitive rate,’ Mr. 
Daly said that it did not necessarily mean, as Mr. Lyon 
said it had frequently been defined by other railroad 
men, “something less than you would charge if there 
was no competition there.” It is not necessarily one 
that is “forced upon the carriers,” said Mr. Daly. 

Mr. Lyon closed his questions by directing attention 
to some “startling increases” in operating expenses of 
the road in March, 1910, as compared with March, 1909, 
and some less startling ones in January and February, 
but witress had not seen the figures and could give no 
statement with regard to them. 


SERVICE TO BE COMMENDED. 


The B. & O. Ry. the evening of August 27 billed 
out a carload of goods to Washington city, the car 
arriving at destination the 30th of August, and consignee 
was notified of its being ready for delivery at noon of 
that date. This service can be properly commended for 
promptness and careful regard for the interests of the 
consignee. 


























































gaps 2 














natn LTT LEE: IIE A AE TI 


410 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 





LEMON RATE CASE IN COURT 





Carriers Ask that Interstate Commerce Commission 
Be Enjoined from Enforcing Order Re-estab- 
lishing $1 Rate from California 





St. Paul, Minn., September 16—The lemon rate case 
is now in court. 

On behalf of the Santa Fe and the other roads par- 
ticipating in the traffic in citrus fruits from southern 
California to points east thereof, T. J. Norton, general 
attorney for the Atchison, Topeka & Santa Fe railway, 
on Monday filed a bill of complaint in the United States 
Circuit court here, asking that the order of the Com- 
mission in the Arlington Heights Fruit Exchange casé, 
published in full in THe Trarric Wortp for July 9, 1910, 
be set aside. Hearing has been set for October 12. 

The rate question thus brought forward for judicial 
review has, perhaps, attracted greater popular attention 
and subjected the railroads to more adverse criticism 
than any other in recent years. This is due to the fact 
that the advance in the rate on lemons from California 
producing territory to the east was practically co- 
incident with an increase in the tariff duty on foreign 
lemons. The freight rate advance was 15 cents; the 
tariff on the foreign goods, 50 cents. Because of the 
almost simultaneous increases, the railroads were quite 
generally accused of having attempted to gobble up 
the tariff, and came in for a severe grilling from the 
editorial writers in the daily press. That this was the 
true situation was vigorously denied by the carriers, 
Vice-President Nicholson of the Santa Fe declaring that 
the advance in freight rates had been arranged for a 
long time before the tariff question became prominent 
and that the growers had been informed that the re- 
duction made back in 1902 had been only “temporary.” 

When the higher rate of $1.15 was filed, an in- 
junction was issued against its enforcement by the 
United States Circuit court sitting in California, and 
complaint was made to the Commission by a large 
number of shippers. The Commission ordered a res- 
toration of the dollar rate, and it is this restoration 
that the carriers are now fighting. 


Digest of the Bill. 

The bill filed Monday, after setting forth the cor- 
porate nature of the complainants and the territory 
served by the three principal plaintiffs in the case, the 
Santa Fe, the Southern Pacific and the San Pedro line, 
takes up the history and character of the California 
lemon traffic. It avers that lemons and oranges belong 
to the highly perishable class of freight and require 
costly and expedited service in the way of transporta- 
tion and the use of expensive refrigerator cars, heavy 
to haul, and having many patented devices, for the 
better refrigeration and preservation of the fruit in 
transit; further, that the equipment used is unsuitable 
for ordinary freight and must be furnished and on hand 
to move the citrus fruits of southern California during 
the proper seasons, thus necessitating a long empty 
haul to the loading points; that the fruit requires un- 
usual care in transit. Particular attention is called to 
the -diversion privilege allowed the shippers of this traf- 
fic, under which they are enabled to divert the movement 
several times in transit in order to secure the best 
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market; while this involves great expense to the car- 
riers, the shipper is required to pay only the through 
rate from the point of origin to the final destination. 
The great liability of deterioration in transit, if ship- 
ments are delayed, and. the consequent heavy damages 
the carriers are forced to pay is also brought out. 


Development of the Lemon Industry. 


Yet, notwithstanding all these drawbacks from the 
standpoint of a profitable commodity for transportation, 
states the bill, as far back as 1885, when the California 
orange and lemon industry was in its infancy, the prede 
cessors of the Santa Fe, in order to develop the in 
dustry, prevailed upon its connections to establish a 
joint flat rate of $1.25 per hundred pounds for the car- 
riage in carload lots of lemons and oranges from south 
ern California producing points to practically all the 
territory east of the Rocky Mountains. At that time, it 
is averred, the equipment used was the ordinary box 
car, fitted up to a certain extent to care for the traffic; 
since then, constant improvements have been’ made, until 
the equipment now used is much larger and heavier and 
much more expensive. 

Competition with the Sicilian lemon was given as 
the prime factor in inducing the carrier to make a 
concession from the $1.25 rate. In the east the Cali 
fornia lemon had to meet the foreign fruit, which was 
transported by boat to New York at low rates and 
came into the east with either no haul at all or a very 
short inland rail haul. 

“In the year 1902,” continues the bill, “the lemon 
producers of southern California importuned the initial 
earriers to induce their connections to join with them 
in reducing the aforesaid rate on lemons to the eastern 
part of the United States to $1 per cwt., so that the 
California lemons might at certain seasons of the year, 
particularly during the winter, be sold in competition 
with and to the exclusion of the Sicilian lemon in the 
said eastern territory; that, listening to said importuni- 
ties, and, as an experimental matter, said initial lines 
induced their connections to join with them in reducing 
the aforesaid rate on lemons, from December 1, 1902, 
to May 1, 1903 to $1 per cwt., but between May 1, 
1903, and May 8, 1903, the rate thereon was advanced 
to $1.25. But, again complying with the importunities 
of said shippers, the rate was again reduced to $1 
from May 8 to June 1, 1903, when the said rate was 
again advanced to $1.25 until December 1, 1903, when, 
again listening to said importunities, and still experi- 
menting, the rate was again reduced to $1 from De- 
cember 1, 1903, to January 16, 1904. At the latter date, 
with some exception, complying with the importunities 
of the shippers, it was allowed to remain at that figure 
until some time in November, 1909; that during said 

period up to February 26, 1907, the rate on oranges 
was $1.25, at which latter date it was voluntarily re- 
duced to $1.15 by your orators with the understanding 
that the rate was to be restored to $1.25, and the serv- 
ice in transportation in respect to lemons and oranges 
was identical; that the aforesaid rate of $1 was not 


compensatory, nor was it commensurate with the fair 


value of the service rendered. 


Rate Unremunerative, Claim Carriers. 


“Where such rate was to be divided among a num 


ber of carriers it did not afford sufficient remuneration 
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for the actual operation or transportation of the cars 
used in such service, and where such rate was earned 
py the initial carrier alone it barely paid the expense of 
operating the cars used therein and that the low charge 
fixed for such transportation cast an undue and unjust 
burden upon the cost of the movement of other traffic; 
that the aforesaid adjustment of the lemon and orange 
wherein a flat rate was made to cover trans- 
portation from points in southern California to various 
points east of the Rocky Mountains, including the At- 
lantic seaboard points, was unusual and exceptional and 
was not adjusted according to the cost of the service 
or the value of the same.” 

The advance to $1.15 followed in the winter of 1909 
and “said new rate of $415 per cwt.,” avers the bill, 
“was not and is not unjust or extortionate as to the 
shippers, but is an extremely low rate for the service 
performed in transporting said commodity.” Under the 
old rate, California had been enabled to invade New 
York and, to a certain extent, drive the Sicilian lemon 
out of the market. “Yet, notwithstanding the various 
concessions and advantages given by the carriers in 
respect to transportation of lemons from southern Cal- 
ifornia and although an additional duty had been im- 
posed by Congress of one-half cent per pound, or 50 
cents per cwt., which additional or increased duty went 
into effect August 5, 1909, and tended to that extent to 
exclude competition of foreign-grown lemons, various as- 
sociations of lemon growers in southern California and 
growers of other citrus fruits filed a complaint with the 
Interstate Commerce Commission complaining of the 
aforesaid advance of 15 cents in the lemon rate, charg- 
ing that such rates were unreasonable and unjust.” 

The statement is made that the carriers took issue 
upon the complaint, hearing was had, and the Commis- 
sion entered an order, effective September 1, but sub- 
sequently postponed to November 1, 1910, declaring that 
the rate on lemons should not exceed $1. 


rates 


Legality of Order Attacked. 

This order, contend the petitioners, is unauthorized 
and erroneous, and was made under a misconception of 
the law; it deprives the carriers of just compensation for 
the carriage of lemons, is beyond the power of the 
Commission and constitutes a deprivation of property 
without due process of law, in violation of the fifth 
amendment to the Constitution. 

The bill also charges that the order is illegal because: 

The Commission did not undertake to ascertain or 
determine and did not ascertain or determine whether 
the $1.15 rate was extortionate or beyond what the car- 
riers were reasonably entitled to for the value of 
their service and the use of their properties. ° 

The order is based on the fallacious assumption that 
it is the duty of rail carriers to adjust their rates on 
fomestic products to enable the domestic goods to be 
sold in competition with similar foreign products, 

The Commission has no power to make a blanket 
rate, 

The rate prescribed by the Commission 
face unreasonably low. 

If, argue the complainants, the finding of the Com- 
hission that a rate of $1 from southern California to 
boints between the Rockies and the Missouri and Mis- 
Sissippi rivers, involving a haul of from 1,200 to 1,800 
Niles igs reasonable, then greater compensation must 


is on its 
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be allowed for an additional 
2,000 miles and the 
Moreover, 


haul of from 1,000 to 
services of additional carriers. 
in another case, the Commission has fixed 
$1 as a reasonable rate from the same producing points 
to Salt Lake City. Can this charge be reconciled with 
that prescribed in this case? 

While, of course, the carriers have themselves made 
a blanket rate, they contend that, if they desire to meet 
competition of distant markets and distant carriers, that 
is their privilege, but that they cannot be forced to 
meet this competition. “The power of the Commission 
in fixing maximum rates for transportation is neces- 
sarily limited to prevent extortion on the part of the 
carriers; the service of transporting a carload of lemons 
from southern California to the eastern 
the United States is substantially similar 
transporting a carload of oranges. The cost of the serv- 
ice is substantially the same, yet said Commission 
found and ascertained that the rate of $1.15 per cwt., 
in respect to the transportation of oranges, 
sonable and just, but 
the carriers to 


territory of 
to that of 


was rea- 
at the same time commanded 
charge 15 cents less in respect to 
similar service in the transportation of lemons.” 


Freight Rates and the Tariff. 

“The order of the Commission is based wholly 
upon the fallacious assumption that it is the duty of 
the rail carriers of the United States to so adjust their 
rates for the transportation of domestic products as will 
enable such products to compete in all the markets 
of the United States against similar products. 

“On the other hand, if the adjustment of rates is 
to be based to eliminate as far as possible competition 
of foreign products, then the carriers are entitled to a 
higher rate where such competition does not exist.’ 

That the carriers had attempted to take advantage 
of the increase in the duty on foreign lemons was, as 
before stated, as strenuously denied by the railroads 
as it was urged by the shippers. But, declared the 
railroads in the argument of the case before the Com- 
mission, admitting for the nonce that the shippers were 
correct in stating we are taking advantage of the last 
tariff law—which we distinctly aver is a misstatement 
of fact—are we not justified in demanding higher rates? 
If, this assumption, here attacked in the bill as “wholly 
fallacious,” that the carriers must establish a protective 
tariff, so to speak, for the benefit of the domestic 
shipper; if, in other words, where the government has 
been dilatory in protecting home industry, where Con- 
gress has failed to accord to domestic investment that 
measure of protection to which it is entitled, and the 
rail transportation interests step into the breach and 
so adjust their charges as to enable the home shipper 
to meet foreign competition, then, when the government 
finally does assume its long-neglected duty, when Con- 
gress finally does give home industry the protection 
against foreign encroachment it demands, are not the 
railroads entitled to increase their rates? Are the 
carriers forever to be compelled to bear the incubus of 
a burden when the yoke has been shifted to where it 
belongs? The shippers cried of foreign competition; 
the railroads reduced their rates 25 cents; under re- 
duced rates, the lemon industry thrived and prospered; 
now comes Congress and puts a burden on the foreign 
competition of 50 cents; is not the railroad then entitled 
to 15 cents more? 















But while the carriers felt that they 
the shipper on his own ground, take his own argument 


could meet 


as true, contentions other than that were urged with 
equal force in defending the increase. Some are indi- 
eated in the bill, others centered around the claim that 
since the time the emergency rates were established 
in 1909 there had been a complete revolution in the 
method of handling citrus fruits, a revolution that re- 
moved the necessity of the longer maintenance of what 
the railroads averred was an unreasonably low rate. 

The bill closes with the customary plea for a tem- 
porary suspension of the Commission’s order pending 
a final determination of the equities of the suit and 
the usual averments as to irreparable loss to be suf- 
fered if the order remains in effect and the multiplicity 
of suits that threaten if the carriers disobey its man- 
dates without the protection of an interlocutory court 
decree. 


“The Way-Bill” Appears 


A new publication of great interest to local traffic 
men, both railroad and industrial, has made its initial 
bow. 

It is “The Way-Bill,”’ a four-page monthly issued un- 
der the direction of the publicity committee of the 
Traffic Club of Chicago, and bearing on its editorial 
page the watchwords of that 700-strong organization— 
Fraternity, Co-operation, Progress. President Stockton’s 
picture adorns the front page, space is given to the 
results of the golf tournament at Homewood last month, 
there is the usual first number “we who are about to 
be born salute you” editorial preachment, bright personal 
items, reports of the committees, new members added 
in the last two months and news of traffic clubs of 
other cities. 

The big scoop of the first number follows: 





Gigantic Fish Story. 
(Special Dispatch to the Way-Bill.) 
Hayward, Wis., September 3.—A party of en- 
thusiastic disciples of Izaak Walton, hailing 
from the Chicago Traffic club, arrived here yes- 
terday on their way to Spider Lake. A telephone 
message was received from the lake this morn- 
ing saying that Oscar Bell, the most expert an- 
‘gler of the party, had already bought a 15-pound 
musky and five perch averaging 6 pounds each. 
The others have not had much luck so far, but 
expect results as soon as the rest of the guides 
come in. 
[Editorial Note.-—The above must surely be 
a typographical error, as all of us know that Os- 
car would not be guilty of such a faux pas as 
buying fish at the start of a trip. We think it 
should read “caught.’’] 


Would Protect Home Industries 


Des Moines, Ia., September 16.—The commission be- 
lieves,” states the recently filed annual report of the 
state railroad board, “that if the doctrine of protecting 
home industries is good for the nation, it is good for 
the state. Every manufacturing interest in Iowa should 
be fostered and encouraged and Iowa shippers should 
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not be placed, in any respect whatever, to any disad 
vantage as compared with a shipper who lives outside 
the state. If this principle is correct, and we believe 
it is, this board should use its power and its influence 
in building up home industries to the end that the 
raw material produced in- Iowa should be manufactured 
at home, thus giving employment to Iowa labor and in 
vestment for Iowa capital.” 

Considerable comment has arisen through the rec- 
ommendation embodied in the same report, that the 
rigidity of the state distance tariff be lessened and that 
the board be given discretion to modify it by permitting 
railroad companies to make adjustments to meet extra- 
state conditions. A plea is also made that the board be 
authorized to make an investigation of the physical con- 
dition of the Iowa roads. Jurisdiction over telephone 
and telegraph companies is also asked. 


Kansas to Fight Rate Increases 





Topeka, Kan., September 16—Gov. W. R. Stubbs 
Wednesday sent by telegraph a call to the governors 
of twelve states and to the mayors or boards of trade 
of twenty-six Kansas and two Missouri cities—Kansas 
City and St. Joseph—for a conference at Topeka on the 
proposed advance of freight rates. The conference is 
to be held on September 22. The governor’s call fol 
lows: 

“The railroads of the United States have combined 
for the purpose of making a general advance in freight 
rates. The Interstate Commerce Commission is now 
investigating the reasonableness of these proposed ad 
vanced rates. 

“Many large shippers have requested me to call a 
conference for the purpose of discussing ways and 
means fully to protect the rights and interests of the 
producers, consumers, and the general public in this 
case. 

“I am, therefore, calling a conference to be held 
at the capitol in Topeka Thursday, September 22, 1910. 
Kindly arrange to have your state fully represented.” 


Joint Regulation in Sight 


Vancouver, B. C., September 16.—‘“Joint regulation 
of international railway traffic by the United States 
Interstate Commerce Commission and the Dominion 
board of railway commissioners is in sight,” declares 
Chairman Mabee of the Canadian commission. “At 2 
recent conference I had in New York with Mr. Knap), 
chairman of the American board, we reached a basis 
of agreement. The details are now being worked ou’. 
The agreement will be submitted for ratification (0 
Congress and to the Dominion parliament at the coming 
session. 

“Both governments are desirous that an arrangemel! 
of the kind I indicated should be made between the two 
countries. It will become effective if the measures 
based on the agreement become law. The agreemet! 
also provides for the regulation of international. tele 
graphic, telephonic and express business. All 
matters will be discussed and decided at joint meetinss 
of the two boards.” 
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September 17, 1910 


RIPLEY REPLIES TO CUMMINS 


Sante Fe President Answers Iowan’s Attack on Rail- 
road Man’s Former Criticism of Senator’s 
Peabody Speech 








President E. P. Ripley of the Santae Fe system has 
answered the attack made on his criticism of Senator 
Cummins’ speech at Peabody, Kan. 

In a reply to the Iowan’s letter, made public Mon- 
day of this week, Mr. Ripley charges that: 


Senator Cummihs’ statement of the views of 
Roosevelt and the Interstate Commerce Commission 
on the question of legalizing traffic associations is 
a misrepresentation. 

If the lowa solon found anything in the railway 
bill as introduced at the last session of Congress 
that was favorable to the railways, besides the traf- 
fic agreement section, his perceptions were more 
acute than those of the railway men. 

The government has practically destroyed com- 
petition in rates, but yet, under the Sherman act, 
makes it criminal conspiracy for the railways to 
fail to keep up a show of competing. 

Senator Cummins’ entire reasoning about the ba- 
sis upon which the carriers should be allowed to 
earn a return was repudiated twelve years ago by 
the Supreme court of the United States in Smyth vs. 
Ames, 

The books of the railways have been open to 
the official representatives of the public for four 
years; if they have not found out all these records 
disclose, it is because they have not tried. 

The statement that the amount of independent 
capital paid to issuing companies for stock is a negli- 
gible quantity and is far exceeded by the amount of 
bonds that have been issued without consideration is 
an entire misrepresentation. 

Senator Cummins’ estimate that the independent 
investment amounted to but $34,000 per mile is ab- 
surdly low. 

To deny stockholders a return on their invest- 
ment of earnings would be such a confiscation of pri- 
vate property as no court and no public would 
tolerate. 

Senator Cummins has become a single tax doc- 
trine advocate, but at present desires to apply the 
theory to public service corporations alone. 

The application of the single tax doctrine to rail- 
ways has no justification in law whatever. 

The practical effect of the application of the 
single tax idea would be to scare investors away 
from the railways. 

There would be no better scheme imaginable for 
killing railroad development in the United States 
than the adoption of a plan that would restrict, 
without guaranteeing, earnings. 

The constant turmoil over railroads and regula- 
tion is not caused by the railway managers, but by 
agitation by public men who know little about rail- 
way affairs, but who are not unwilling to disseminate 





Note:—President Ripley’s first letter to Senator Cummins on 
this subject was published in Tue Trarric Wortp on August 
13, 1910; the senato~’s reply thereto was given in the issue for 
\ugust 27, 1910.—BEditor. 
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their injurious guesses about them as demonstrated 
facts. 


The full text of Mr. Ripley’s letter follows: 


“September 1, 1910.—Albert B. Cummins, Esq., Des 
Moines, Ia.—Dear Sir: Your letter of August 17, in 
reply to my letter to you of July 25, is an interesting 
and adroit statement of the case of those who favor 
ever more and more drastic regulation of railways. 

“You particularly challenge and controvert two points 
which I sought to make in my letter to you. One of 
these relates to the matter of traffic agreements between 
railways, which are now prohibited by the Sherman 
anti-trust law. The other relates to the question of the 
basis on which the railways of this country should be 
allowed to earn a return and what the percentage of 
that return should be allowed to be. 

“I said in my letter that there was in the original 
administration railway bill ‘only one thing that could by 
any possibility be considered as favorable to the rail- 
ways, namely, the right to make legal agreements as to 
rates—a proposition recommended by Roosevelt, by the 
Interstate Commerce Commission, and inserted, I be- 
lieve, in your party platform; a right, also, which all 
unprejudiced students of railway economies realize as 
being a necessity.’ 

“You controvert this entire statement. If you found 
anything in the bill besides this that was favorable to 
the railways your perceptions were acuter than those 
of railway men. Your interpretation of what Mr. Roose- 
velt, the Interstate Commerce Commission and your 
party platform favored is ‘that railway companies should 
be permitted to enter into traffic agreements respecting 
rates, but they always made it absolutely clear that 
neither the agreements nor the rates made under them 
should become effective until approved by the Commis- 
sion.’ 

“Your statement is a misrepresentation of the views 
of Roosevelt and the Commission, and the amendment 
that you introduced and which provided that ‘neither 
the agreements nor the rates under them shall become 
effective until approved by the Commission,’ was not, as 
you assert, in ‘exact accord with the recommendations of 
Roosevelt, the Commission and our platform.’ 

“President Roosevelt said in his message to the 
Fifty-ninth Congress, second session: 

It is unfortunate that our present laws should forbid all 
combinations instead of sharply discriminating between those 
combinations which do good and those combinations which do 
evil; rebates, for instance, are as often due to the pressure 
of big shippers as to the initiative of big railroads. Often 
railroads would like to combine for the purposes of preventing 
a big shipper from maintaining improper advantages at the 
expense of smaller shippers and of the general public. 

Such a combination, instead of being forbidden by law, 
should be favored. In other words, it should be permitted to 
railroads to make agreements provided these agreements wére 
sanctioned by the Interstate Commerce Commission and were 
published. With these two conditions complied with, it is im- 
possible to see what’ harm such a combination could do to the 
public at large. 

“Continuing 
Says: 


in the same message, Mr. Roosevelt 


No more scathing condemnation could be visited upon a 
law than is contained in the words of the Interstate Commerce 
Commission when, in commenting upon the fact that numerous 
joint traffic associations do technically violate the anti-trust 
law, they say: “The decision of the United States Supreme 
Court in the trans-Missouri case and the Joint Traffic Asso- 
ciation case has produced no practical effect upon the railway 
operations of the country. 

“Such associations, in fact, exist now as they did before 
these decisions and with the same general effect. In justice 
to all parties, we ought probably to add that it is difficult 
to see how our interstate railways could be operated with due 
regard to the interest of the shipper and the railways without 
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ponaenton action of the kind afforded through these associa- 
tions.”’ 

This means that the law as construed by the: Supreme 
Court. is such that the business of the country cannot be con- 
ducted without breaking it. I recommend that you give care- 
ful and early consideration to this subject, and if you find the 
opinion of the Interstate Commerce Commission justified that 
you amend the law so as to obviate the evil exposed. 


“This quotation makes quite clear the position of 
both Roosevelt and the Commission. What they con- 
tended was that the law should be amended so as to let 
the roads reorganize such associations as were held 
illegal in the trans-Missouri and the Joint Traffic asso- 
ciation cases, and that the organization of the associa- 
tions should be subject to the supervision and sanction 
of the Commission. They said nothing about requiring 
the rates which the associations made to be subjected to 
the approval of the Commission. 

“Why they did not is perfectly plain. The law had 
given the Commission power to reduce any unfairly dis- 
criminatory or unreasonable rate, whether made by one 
road or an association of roads. Since the Commission 
had this power over rates, it did not consider it neces- 
sary to require that rates made by the traffic associations 
should be subject to its approval before going into 
effect. ° 

“Now, the original administration bill proposed to 
legalize traffic associations, and at the same time to give 
the Commission power, in its discretion, to suspend any 
and all advances in rates pending investigation of their 
reasonableness. Why did not the administration, in the 
bill it prepared, require all agreements and rates pro- 
posed under them to be approved by the Commission 
before going into effect? I was not in its confidence, 
but I think the circumstances clearly answer the ques- 
tion. 

“As the administration bill gave the Commission 
discretionary power to prevent any advance in rates, 
whether made by one or a number of roads, it probably 
appeared to those who drafted it entirely unnecessary, 
inconsistent and a work of supererogation to make the 
going into effect of agreements and rates made in pur- 
suance of them absolutely dependent upon the approval 
of the Commission, as you insisted should be done. 

“How, now, does the case stand as a result of the 
successful opposition of you and your friends to the 
provision of the administration bill for the legalizing of 
traffic associations? You say in your letter to me, 
‘When the government steps in to fix rates it practically 
destroys competition as to rates.’ This is just what the 
government has done. 

“But the Sherman anti-trust law, because of the suc- 
cessful opposition of you and your friends to its amend- 
ment, is still held to prohibit concerted action by com- 
peting lines. In other words, the government abolished 
competition, and yet makes it criminal conspiracy for 
the railways to fail to keep up a show of competing. 

“Surely you must agree with me that, now that the 
Commission has power not only to reduce rates but to 
prevent any discriminating or unreasonable advance iu 
rates, whether by one road or by any number of roads, 
it is unfair, inconsistent and even absurd to continue, 
as the law now does, to forbid all concerted action by 
railways regarding rates, whether such action be reason- 
able or unreasonable. 

“You reiterate and defend the assertion made in 
your speech at Peabody, Kan., that what you call the 
‘independent’ investment in the railways of the United 
States has not exceeded $8,000,000,000, or $34,000 per 
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mile of line. The preliminary statistical report of the 
Interstate Commerce Commission for the year ending 
June 30, 1909, states that on that date the amount of 
capital outstanding in the hands of the public represented 
a capitalization of $59,259 per mile of line, or $25,259 
more than your estimate of the ‘independent’ investment. 

“The gist of your argument is that railways are enti- 
tled to earn only a ‘reasonable’ interest and dividend on 
this ‘independent’ investment. Your remark that ‘they 
should not be restricted to such interest rates as well- 
secured bonds command in the market’ indicates that you 
think they should be allowed to earn very little more 
than this. 

“You contend that earnings invested in the proper- 
ties should not be considered as added capital, and that 
the railways should not be allowed to benefit by the 
‘unearned increment’ in their properties. You emphatic 
ally repudiate the idea that the correct criterion of the 
reasonableness of their profits is the probable cost of 
reproduction. 

“You are a lawyer. You should therefore know that 
your entire reasoning about the basis on which railways 
should be allowed to earn a return was _ repudiated 
twelve years ago by no less an authority than the Su- 
preme court of the United States. This was in the 
case of Smyth vs. Ames, 169 U. S., 466. 

“In that case the court said that ‘the basis of all 
calculations as to the reasonableness of rates to be 
charged by a corporation maintaining a highway under 
legislative sanction must be the fair value of the prop- 
erty, * * * and in order to ascertain that value, the 
original cost of construction, the amount expended in 
permanent improvements, the amount and market value 
of its bonds and stock, the present as compared with 
the original cost of construction, the probable earning 
capacity of the property under particular rates _ pre- 
scribed by statute, and the sum required to meet operat- 
ing expenses are all matters for consideration, and are 
to be given such weight as may be just and right in 
each case.’ 

“You will notice the court, in mentioning the amount 
spent for permanent improvements, did not except earn- 
ings devoted to this purpose. You will notice also that 
it said that the probable present cost of reproduction 
must be considered. 

“But I am not content to merely point out that your 


‘theory of regulation is inconsistent with the law on this 


subject. There is a greater court in this country than 
the Supreme court of the United States. This is the 
court of ‘Public Opinion,’ and the railways must in their 
own interest and that of the public successfully defend 
themselves in that court ds well as in the regularly 
established tribunals. 

“Perhaps the public can legally restrict the roads 
to a small rate of interest on the value of their proper- 
ties, but the question which the people ought in their 
own interest to consider, and which they are going to 
consider, is not what is the least return to which the 
railways may be confined, but what is the return which 
they must be allowed to have in order to develop their 
facilities adequately to handle the growing traffic of the 
country. 

“When I read the statement in your speech at Pea- 
body, Kan., that the total independent investment in the 
railways did not exceed $8,000,000,000 I thought you were 
merely guessing. Your letter of August 17 fully confirms 
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that impression. You theorize at great length to show 
why the independent investment must not have been 
more than this, but I search your letter in vain for the 
citation of one fact upon which you base your estimate. 

“That you were merely guessing you yourself admit 
when you say, ‘I agree with you that the actual invest- 
ment, exclusive of earnings, has never been accurately 
ascertained, for the very simple reason that the books 
of the railway companies are the only sources of definite 
information, and they have never been open to an in- 
terested and curious puplic.’ 

“Since you assert that the books of the railway com 
panies have never been open to an ‘interested and curi- 
ous’ public, I beg to call your attention to the following 
provision of the interstate commerce law as amended 
by the Hepburn act: 

The Commission shall at all times have access to all books, 
accounts and memoranda kept by carriers subject to this act 
* * * and it may employ special agents or examiners who 
shall have authority under the order of the Commission to 
inspect and examine any and all accounts, books and memo- 
randa kept by such carriers. 

“The books of the railways have been open to the 
official representatives of a ‘curious and interested’ pub- 
lic since that provision went into effect four years ago, 
and if they have not found out all that our books show 
it is because they have not tried. 

“You assert that the stocks which have been wiped 
out in foreclosureships rarely if ever represented any 
consideration paid to the issuing company. It is true 
that in the early history of the country stock was often 
issued as a bonus to those buying bonds, but this was 
not done voluntarily by the companies. It was done be- 
cause otherwise they would have had to sell the bonds 
at a lower price, the acceptance of which alternative, 
while it would have kept down the stock capitalization, 
would have made larger the bond capitalization. 

“The fact that stocks were given as bonuses to buy- 
ers of bonds is a sure index of the risk that the buyers 
of the bonds thought they were going to incur. You say 
that ‘the amount of independent capital paid to issuing 
companies for stock is a negligible quantity and is far 
exceeded by the amount of bonds that have been issued 
without consideration.’ 

“This statement is an entire misrepresentation. I 
have had considerable experience in railway affairs, but 
I have never known of a single instance where bonds 
were issued without consideration. Furthermore, far 
from the amount of stock that has been sold for cash 
being a negligible quantity, for many years the larger 
of the railways in the country have been selling their 
new issues of stock for cash, many millions having been 
sold for par or more than par. 

“Now, the funded debt alone of the railways of the 
United States amounts to $41,637 per mile. Exclusive of 
bonds owned by the railways themselves, it amounts to 
$39,000 per mile. This exceeds what you call the ‘inde- 
pendent’ investment, and, as there has been a great deal 
of independent investment in stocks, it is perfectly plain 
that your estimate that the ‘independent’ investment 
has amounted to but $34,000 per mile is absurdly low. 

“There is nothing in your letter to cause me to 
withdraw the statement in my letter of July 25, that 
‘Tam willing to venture my opinion against yours that 
this “original investment” (or independent investment, 
as you may call it) far exceeds the $8,000,000,000 you 
allow, but even if we admit this distorted view, the 
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earnings were less than 10 per cent on this $8,000,000,- 
000.’ 

“Now, as to your contention that ordinarily railways 
should not be allowed to earn any return on earnings 
which they have invested in the properties. In the first 
place, in many cases the stockholders denied themselves 
dividends to which, even on your theory, they were enti- 
tled, in order to increase the earning capacity of the 
properties. They did this in the expectation and hope 
of getting a larger aggregate profit in the long run. 

“To deny them a return on these investments of 
earnings would be such confiscation of private property 
as no court and no public would tolerate. In other cases 
the large earnings of good years have been used to make 
improvements, instead of being paid out as additional 
dividends in order to insure that the roads would be 
able to maintain their earning capacity and dividends in 
bad years. 

“If they had acted according to your theory they 
would have so reduced their rates as to not have had 
any net earnings in good years in excess of what was 
needed to pay reasonable interest and dividends. But in 
that case when the bad years came they would not be 
able to earn enough to both pay interest and dividends 
and maintain the properties in good condition. You may 
say that then they could raise their rates. 

“But even if they found it practicable to raise their 
rates in hard times, which is highly improbable, the 
effect would be to impose an additional burden upon 
commerce when it was least able to bear it. Railway 
rates are like other prices—they should be adjusted ac- 
cording to the prevailing business conditions. 

“What you object most strongly to, however, is to 
the capitalization of the earnings which have been 
invested in the properties. I do not wish to be under- 
stood as defending the payment of stock dividends and 
other forms of what is popularly known as overcapitali- 
zation. 

“But suppose a railway has a million dollars of 
earnings which it desires to invest in the property. What 
is the difference in the final result whether it first in- 
vests the earnings in the property and then issues the 
equivalent of it in stock to the stockholders, or first 
pays it out as a cash dividend to the stockholders and 
then sells stock to the stockholders, thereby getting 
back the same money and making the improvements 
with it? 

“Whether the capitalization of earnings is justifiable 
or not, I believe that if the finances of the railways of 
the United States had been managed in just the way 
that you contend they should have been managed their 
capitalization would have been much larger than it is 
now. I believe that the actual amount that has been 
expended on them, including both what you call ‘inde- 
pendent’ investment and earnings, has exceeded the 
$59,259 per mile for which the Interstate Commerce Com- 
mission says they are capitalized. 

“This opinion receives very strong support from the 
capitalization of the railways of other countries, some of 
which are as follows: 
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“Bven if the total amount that has been spent on 
our railways does not equal their net capitalization, there 
is no question that it would cost a great deal more to 
reproduce them. You yourself in your speech before the 
Traffic Club of Chicago on February 8, 1910, estimated it 
would cost $20,000,000,000 to reproduce them, or over 
$80,000 per mile. 

“But you contend that this increase in their value 
is due to the unearned increment in them, and that they 
ought not to be allowed to earn a return on it. I am 
interested to learn from this that you have become 
partially a disciple of the late Henry George, father of 
the single tax doctrine. The theory of the advocates of 
the single tax is that ‘ownership of land is robbery,’ and 
that therefore its increase in value should be appro- 
priated for the benefit of society. 

“The only difference I can discern between your 
theory and that of Mr. George is that you desire to ap- 
ply the single tax doctrine to public service corporations 
alone. I am curious to know how soon you will display 
consistency by advocating the application of the doctrine 
also to the city and town real estate and the farm lands 
of Iowa. 

“Now, as a lawyer, you know that your application 
of the single tax doctrine to the railways has no justifi- 
cation in law whatever. The courts have held that what 
the railway is entitled to is a fair return on the fair 
value of its property, and, as the quotation I have made 
from the case of Smyth versus Ames shows, that value 
is to be ascertained like the value of any other property. 

“But, disregarding the legal phases of the subject, 
what would be the effect of applying your doctrine in 
the practical regulation of the railways? All other in- 
vestors are allowed to profit by the increase in value of 
their real estate, and the effect of the discrimination 
would be to scare investors away from railways.. This 
effect would be produced in another way. 

“Your theory is that if a railway pays $50 an acre 
for land and the land increases in value to $150 an 
acre it should be restricted to a return on its invest- 
ment of $50 an acre. But suppose that in the particular 
section of the country where this increase in the value 
of the land occurred the time should come when railway 
facilities were inadequate, and it should be desirable to 
build another railroad, competing with the first. The 
new railway would have to pay the market price for its 
land, $150 an acre. These railways would compete with 
each other. Therefore, their rates would have to be the 
same. 

“Now, how would you so adjust the rates as to pre- 
vent the older railway from earning a return on its un- 
earned increment and at the same time permit the new 
railway to earn a return on its actual investment of 
$150 an acre? 

“You may think such cases unlikely to arise, but 
they arise very often. For example, the Northern Pa- 
cific, which was the first road built to Seattle, obtained 
ground for its terminals there at a very low price. Land 
in Seattle had increased at an enormous rate before 
the Harriman lines built there a few years ago, and the 
Harriman lines had to pay a very high price for it. If 
they had been warned that rates were to be regulated 
on your theory do you suppose they would have built 
to Seattle? 

“In your letter you say, ‘I now put to you the ques- 
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tion, and I put it squarely, Do you believe that the 
government could deal with its complicated and difficult 
work of fixing or supervising rates with more justic 
and less trouble if your stocks and bonds had been lim 
ited to independent investment?’ 

“IT answer you just as squarely: No! First, becaus: 
the criterion you suggest is not the correct one fo! 
measuring the reasonableness of railway earnings; and 
second, because no criterion which has been suggested 
for measuring the fairness of a road’s earnings, whethe: 
independent investment, capitalization, or valuation, 
could be of any considerable aid in determining the rea 
sonableness of any particular rate or schedule of rates 

“I can imagine no better scheme for stopping rail 
way development in the United States than the adoption 
of the plan which you advocate. It would single out pub 
lic service corporations and say to them that no mat- 
ter how large profits were earned in other lines of busi- 
ness they were to be restricted to a ‘reasonable’ rate of 
interest, which, however, would not be guaranteed them 

“Can it reasonably be expected that capitalists would 
invest billions in railways knowing that they would have 
cnly a very restricted control over their properties, and 
would not be allowed more than the current rate of 
interest, and might receive less or nothing, when they 
could loan their capital on good security for the current 
rate of interest, or invest it in other lines of business, 
where, while incurring the risk of getting less than the 
current rate of interest, they would have all the privi- 
leges of proprietorship and the hope and the prospect 
of getting much more than mere interest? 

“You say in the concluding paragraph of your letter: 

The real trouble with the railway owners and the railway 
managers is that instead of loyally and finally accepting the 
supervising and regulating power of the government and help- 
ing to make the exercise fair and effective, they resist every 
proposal to enlarge public authority and resent every attempt 
to interfere with their management. The outcome is constant 
irritation and increasing turmoil. 

The sooner you and your associates recognize, not formally, 
but honestly and sincerely, that you are not masters of the 
situation, the sooner we will reach the desired end, viz., even- 
handed justice to both the people and the railways. 

“There is some ground for the charges you make 
Personally, I have thought that the railway managers 
made a mistake in so strongly resisting the legislation 
which was finally embodied in the Hepburn act, giving 
the Interstate Commerce Commission power to change 
rates which it found unduly discriminatory or unreason 
able. 

“But all this has gone by; whether rightly 01 
wrongly, the principle that rates are to be supervised 
by the Commission in great detail has been adopted, and 
the ‘constant irritation and increasing turmoil’ to which 
you refer is caused, not by railway managers, but by 
agitation by public men who know little about railway 
affairs but who are not unwilling to disseminate their 
injurious guesses about them as if they were demon 
strated facts; to attack the management of the railways 
for having done what the courts have held they had a 
legal right to do and what the managers believe they 
had a moral right to do; to advocate forms of regulation 
which they ought to know cannot be legally adopted 
without actual’ confiscation of private property, the ad 
vocacy of which merely serves to inflame the minds of 
those who have not studied the railroad problem and tlie 
constitutional limits within which railroad regulation 
must be conducted. 
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September 17, 1910 





“This letter is inordinately long, but its length 
seemed necessary. I have a suspicion that the public 
will not be vitally interested in the continuance of this 
correspondence, nevertheless it seemed necessary to con- 
trovert your statements.” 


Explains Express Complaint 





In THe TRAFFIC Worx~p for September 3 appeared 
a digest of a complaint filed by the Reynolds Tobacco 
company against the Southern Express company, in- 
volving a shipment of tobacco from Winston-Salem, N. 
C., to Raoma, Okla. “This report,’ writes the traffic 
manager of the complainant, “rather makes it seem we 
are imposing on the time of the Commission to collect 
50 cents from the express people. 

“You will see from a more careful perusal of the 
complaint that our petition was to establish a more 
reasonable scale of charges than the so-called graduate 
now being used by the express companies, the injustice 
of it being illustrated by the case on which our petition 
was based; the item of 50 cents reparation was merely 
incidental to the result sought.” 

The complaint involves a shipment of two jars of 
smoking tobacco, the gross weight of each jar being 
something less than four pounds. It is averred that 
these could have been shipped on separate bills of 
lading for 60 cents each; the complainant’s shipping 
clerk made one package and had one bill of lading 
issued, and for the total weight of 8 pounds, charges 
amounting to $1.70 were assessed and collected. 

“This complaint sets forth,’ declares the petition, 
“that it is fundamentally unreasonable for a carrier to 
charge more for carrying one package than it would 
for carrying two packages of same article and same 
aggregate weight, between same points, at same time, 
and by reason of the facts stated complainant has been 
overcharged.” 

Complainant prays that the defendants be required 
to establish a more reasonable scale than the present 
graduate system. 


Byers Attacks Express Lines 


Des Moines, Ia., September 16.—The much-attacked 
express companies are now under fire in Iowa. In a 
complaint lodged with the state board a few days ago 
by Attorney-General Byers, it is charged that these 
carriers have made a farce of the commission’s sched- 
ule of reasonable maximum charges and that they are 
exacting rates which, in the most cases, amount to the 
grossest extortion. 

The attorney-general draws on the annual reports 
of the defendant companies and the data developed at 
the various investigations instituted by railroad com- 
missions in other states in making his charges. He 
claims that the companies are realizing earnings as high 
as 1,500 per cent on the capital invested. Not only 
that, but he alleges that the transportation charges in 
this state are 10 to 15 cents higher per hundred pounds 
than in Illinois and adjoining commonwealths. He cites 
the American Express company’s operations and avers 
that on an actual investment in Iowa of $30,000 its 
earnings reached $271,000. He sets forth that the rate 
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per hundred pounds for a distance of 30 miles in this 
state is 50 cents, in Illinois, 40 cents; for 60 miles in 
Illinois, 50 cents, and in Iowa, 65, and for 90 miles 
in Iowa, 75 cents, as against a charge of 60 cents in 
Illinois. 

Mr. Byers declares that the maximum schedule 
fixed by the commission is too high per se and that 
its provision that it shall be governed by the current 
express classification has given the carriers a _ loop- 
hole, through which they have been enabled to charge 
excessive rates and make a farce of the Iowa scale. 
A new maximum schedule is prayed for. 


Reject Bill of Lading Plan 


New York, September 16.—American bankers de- 
cided here yesterday that they cannot assent to the plan 
for guaranteeing bills of lading proposed by British 
bankers. 

Instead, they asserted their independence, denounced 
the British proposal as unsound finance, and insisted on 
their own plan of a “validated certificate.” 

A committee of London and continental bankers 
yesterday announced their refusal to accept American 
cotton bills after October 31 without an American “bank 
guarantee.” 

A subcommittee of the American Bankers’ associa- 
tion put itself on record, after a long session, in the 
following cable: 

“We deeply regret your decision and cannot but 
feel it was reached through misapprehension. We have 
accomplished much in obtaining the validation certificate, 
thus placing the business on a safe basis. Further 
consideration of bankers’ guarantee is absolutely out of 
the question, being incompatible with correct banking 
principles. This is final. 

“This situation could not be changed by our com- 
mittee going to London, but, of course, we would wel- 
come your deputation in New York, where all data 
and information are obtainable, and where railway and 
cotton people also could be heard. We are confident 
this would lead to a better understanding with mutually 
satisfactory results.” 





To Discuss Classification 





A meeting of the Official Classification Committee 
will be held at the committee rooms, 143 Liberty street, 
New York, Tuesday, September 27, to discuss suggested 
changes in and additions to the classification. 

The present docket embraces 249 subjects. General 
interest will probably center in the plan to increase the 
minimum charge on small shipments from 25 to 40 cents; 
this is involved in suggested changes to rules 15 and 19. 
Rule 10 is also docketed for consideration. It is proposed 
to except its application to mixed carloads of live stock 
and to make mixed carloads of live stock and vehicles 
subject to the live stock minimum and the highest rate 
for either live stock or vehicles. 

Changes in a large number of important commodities 
are also to come up for discussion. Included in these 
are both increases and decreases in minimum weights. 
Requests are also made for ratings on a large number of 
articles not now specifically provided for. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and fo 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 

Officers 


J. C. Lincoln, President 
Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President 
Mgr. Transp. Dept. Board of Trade, 
Chicago, Il. 
. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ill. 


ILLINOIS, 


Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 
National Association of Agricultural Im- 
Gene and Vehicle Manufacturers, 
. J. Evans, Sec.. Chicago. 
Sterling 
Manufacturers’ and Shippers’ 
Association, 
In charge of traffic of industries at 
Sterling and Rock Falls, Ill. 


Mi We PIPED. oc ccccvcccceser President 
A MS eee Vice-President 
a Mi; Me ass eenes Secretary-Treasurer 
ae ee eS Pe Traffic Manager 
MINNESOTA. 


Northern Pine Manufacturers’ Assocla- 
tlon, J. E. Rhodes, Sec., Minneapolis. 


MISSOURI. 


Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. 

Commercial Club, F. W. Maxwell, Comm’r, 
St. Joseph. 

Kansas City Transportation Bureau of the 
Commercial Club, H. G. Wilson, Trans. 
Comm’r, 105-6-7 Board of Trade Bidg., 
Kansas City. 


NEW YORK. 
Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 
National Wholesale Grocere’ Association, 
A. H. Beckman. Sec., 6 Harrison St., 
New York. 


OHIO. . 
Cleveland Chamber of Commerce, Munson 
A. Havens, Sec., Cleveland. 


WISCONSIN. 
Merchants’ and Manufacturers’ Associa- 
tlon, Wm. G. Bruce, Sec., 46 University 
Bldg., Milwaukee. 


TRAFFIC CLUBS 


The Traffic Club of New York, Chas. F. 
Moore, Pres.: C, A. Swope, Sec. 

The Traffic Club of Chicago, John T. 
Stockton, Pres. Guy 8S. McCabe, Sec. 

The Traffic Club of Philadelphia, Edw. 
Knight, Pres. H. C. Trumbower, Sec. 

The Traffic Club of St. Louis, Geo. J. 
Tausey, Pres. A. F. Vessen, sec. 

The Traffic Club of Pittsburg, O. M. Ells- 
worth, Pres. T. J. Walters, Sec. 

The Transportation Club of Indianapolis, 
L. J. Blaker. Pres. L. EB. Stone, Sec. 

The Transportation Club of Louisville, 
Alfred Brandeis, Pres. W. E. Cham- 
bers. Sec. 

The Transportation Club of Toledo, E. N. 
Kendall, Pres. L. G. Macomber, Sec. 
The Traffic Club of St. Paul, J. R. Jones, 

Pres. A. L, Bowker, Sec. 
The Traffic Club of Newark, Chas. Mil- 
bauer, Pres. E. G. Weil, Sec. 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 


Acme Cement Plaster Co. of St. Louis, 
Mo., vs. C. R. I. & P., Quanaha, 
Acme & Pac., C. R. I, & G., C. R. I. 
& El Paso and St. L. & S. F. 
(3525). 

Complainant alleges that for a 
long period of time defendants had 
in foree through routes and joint 
rates to various points from Acme, 
Tex., and that effective September, 
19, 1910, defendants intend to can- 
cel said through routes and joint 
rates. Complainant claims that by 
the cancelation of said routes and 
joint rates it will result in unjust, 
unreasonable and excessive rates. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, to cease and desist from 
said violation, and to restore and 
put in force the aforesaid through 
routes and joint rates. 

John B. Daish, attorney for com- 
plainant, Hibbs Bldg., Washington, 
D. C. 

Blodgett Milling Co. of Janesville, 
Wis., vs. C. M. & St. P., C. B. & Q., 
C. & N. W., Mo. Pac., C. R. I. & P., 
A. T. & S. F., D. & R. G. and Union 
Pac. (3517). 

Complainant alleges that the 
rates charged by defendant on forty- 
seven cars of grain products from 
Janesville, Wis., to various points 
are excessive, unreasonable and un- 
just, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges and 
to cease and desist from said viola- 
tion and to put in force more rea- 
sonable and just rates, and asks 
reparation in the sum of $814.27. 

F. W. Blodgett, president. 

Bowser & Co., S. F., of Fort Wayne, 
Ind., vs. Pa. Co., A. T. & S. F. and 
other railroads (3494). 

Complainant alleges that on vari- 
ous dates it shipped from Fort 
Wayne, Ind., to San Francisco sev- 
eral shipments of tanks and was 
charged a rate of $2.60 per 100 Ibs. 
Complainant claims that the rate 
charged by defendant is excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges, to cease and 
desist from said violation, and asks 
reparation in the sum of $3,576.98. 

Chas. Conradis, attorney for com- 
plainant, 603-4-5 Westory Bldg., 
Washington, D. C. 

Crittenden Ry. Co., The, vs. St. L. L 
M. & S. and C. R. I. & P. (3524). 

Complainant alleges that for a 
long time defendants had in effect 
through routes and joint rates from 
and to points on its line, and from 
and to various points. Complain- 
ant claims that the defendants in- 
tend to cancel same September 24, 
1910, and by so doing will compel 
defendants to pay excessive, unjust 


and unreasonable divisions and 

rates. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer. such 
charges and to cease and desist 
from said violation and to put in 
force the aforesaid through routes 
and joint rates. - 

Florida Mercantile Agency for Smith, 
Richardson & Conroy, Jacksonville, 
Fla., vs. P. R. R., P. B. & W., R. F. 
& P. and S. A. L. (3516). 

Complainant claims that the rates 
charged by defendants of 60%c per 
100 lbs. from Jersey City, N. J., to 
Jacksonville, Fla., on its shipment 
is unreasonable, excessive and un- 
just, and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges and 
to cease and desist from said vio- 
lation and to put in force more rea- 
sonable and just rates, and to put 
in force a rate not to exceed 511%4c 
per 100 Ibs. 

G. M. Gord, secretary and treas- 
urer. 

Laona & Nor. R. R., The, vs. M. St. P. 
& S. S. M. (3518). 

Complainant alleges that for a 
long time defendants had in effect 
through routes and joint rates from 
and to points on its line and from 
and to various points. Complainant 
claims that by the cancelation of 
said through routes and joint rates 
and divisions it will be compelled 
to pay excessive, unreasonable and 
unjust charges, and prays that af- 
ter due hearing and investigation 
defendants be made to answer such 
charges and to cease and desist 
from said violation and to put in 
force said through routes and joint 
rates. 

Gill, Barry & Mahoney, attorneys 
for complainant, 713-15 Germania 
Bldg., Milwaukee, Wis. 

Menefee Bros. of Fort Worth, Tex., 
vs. Tex. & N. O., C. R. I. & G. and 
C. R. I. & P. (8515). 

Complainant alleges that on June 
10, 1909, it had shipped from Cleven- 
ger, Tex., to North Fort Wortli, Tex. 
one carload of yellow pine lumber, 
same being reconsigned to Omaha, 
Neb., weight 53,500 Ibs., rate 26%c 
per 100 Ibs., charges collected 
$141.77. 

Complainant claims that the rate 
charged by defendants is excessive, 
unreasonable and unjust, and prays 
that after due hearing and invest!- 
gation defendants be made lo an- 
swer such charges and to cease and 
desist from said violations, and to 
put in force more reasonable and 
just rates, and asks reparation in 
the sum of $8 03. 

Ohio Face Bhick Traffic Assn. VS. 
Adams Express Co., American Ex 
press Co. and various other express 
companies (3495). 
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Complainant alleges that defend- 
ants have charged for the last six 
years and do now charge and collect 
from complainant for the transpor- 
tation of sample bricks, the regular 
first-class merchandise rates, which 
complainant claims age excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges and to cease and 
desist from said violation and to put 
in force more reasonable and just 
rates. 

H. H. Henry, attorney for com- 
plainant, 1507 Williamson Bldg., 
Cleveland, O. 

-aragould & M. Ry. Co. vs. St. L. & 
S. F. (3493). 

Complainant alleges that on or 
about August 1, 1910, the defendant 
notified complainant that it would 
be necessary for it to cancel out its 
through rates and divisions. Com- 
plainant claifms that notwithstanding 
its position the defendants filed a 
schedule with the Interstate Com- 
merce Commission, canceling out its 
through rates by Sup. 71 to Trf. No. 
I. C. C. 5120, effective September 8, 
1910. Complainant claims that on 
account of said cancelation it will 
have to use combination rates, 
which, it avers, are excessive, un- 
reasonable and unjust, and will work 
a serious hardship on industries lo- 
eated on its line and discriminate 
against said industries and their 
products. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and to suspend at once the 
operation of the cancelation of the 
through rates, and to suspend Sup. 
71 to Trf. I. C. C. No, 5120, and to 
put in force through routes and joint 
rates. 

John B. Daish, attorney for com- 
plainant, Washington, D. C. 


Paragould & M. Ry. vs. St. L. S. W. 


and Paragould S. E. (3511). 

Complainant alleges that for a 
number of years the complainant 
has had with the defendants 
through routes and joint rates from 
and to points on its line and points 
on the lines of the defendants and 
points beyond the lines of the de- 
fendants and located on the lines 
of other carriers. Complainant 
claims that a large portion of the 
traffic handled by it is destined to St. 
Louis, Mo., Cairo and Thebes, IIL, 
and claims that by the cancelation 
of said through route and joint rate, 
and that should the combination 
rates become in force and effect said 
rates will not only work a serious 
hardship on said industries, but will 
unduly discriminate against same 
and their products. 

Complainant prays that 4fter due 
hearing and investigation defend- 
ants be made to answer such charges 
and at once to suspend the opera- 
tion of the combination rate and to 
restore the through routes and joint 
rates. 


John B. Daish, attorney for com- 
plainant, Washington, D. C. 


Prescott & N. W., Western Tie & 


Lumber Co. and H. M. Stephens vs. 
St. L. IL M. & S. and K. ©. Sou. 
3512). 

Complainant alleges that for a 
number of years defendants have 
had in effect through routes and 
joint rates from and to points. on 
its line and points on the lines of 
the defendants. Complainant claims 
that by cancelation of the said 
through routes and joint rates the 
same will not only work a serious 
hardship on industries located con its 
line, but will unduly discriminate 
against same and their products. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and at once to suspend the 
operation of the combination rates 
and to restore and put in force 
through routes and joint rates. 


Red River & Gulf R. R. Co. vs. C. R. 


I. & P., St. L. I. M. & S., Mo. Pac. 
and Sou. Pac, (3514). 

Complainant alleges that for a 
number of years defendants had in 
effect through routes and _ “joint 
rates from and to points on its line 
and points on the lines of the de- 
fendants. Complainant alleges that 
by the cancelation of the said 
through routes and joint rates the 
same will not only work a serious 
hardship on industries located on its 
line, but will unduly discriminate 
against same and their prodnuets. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and at once to suspend the 
operation of the combination rates 
and to restore and put in force 
through routes and joint rates. 


Robertson Paper Co. of Bellows Falls, 


Vt., vs. B. & M., Cent. Vt., Grand 
Trunk Western, Cin. Nor. and C. N. 
O. & T. P. (3522). 

Complainant alleges that on May 
9, 1908, it shipped from Bellows 
Falls, Vt., to Chattanooga, Tenn., one 
earload of manila wrapping paper, 
weight 39,270 lbs., rate 44c per 100 
lbs., charges collected $165.34. 

Complainant claims that just and 
reasonable rate for the transporta- 
tion of said shipment should not ex- 
ceed 36c per 100 lbs., and prays that 
after due hearing and investigation 
defendants be made to answer such 
charges and asks reparation in the 
sum of $23.97, with interest. 


Scudder, Raymond L., of New Orleans, 


La., vs. Tex. & Pac. and Mo. Pac. 
(3521). 

Complainant alleges that on Jan- 
uary 3 he shipped two carloads of 
sugar to Sioux City, Ia., from New 
Orleans, La., and claims that the 
rate charged by defendants is ex- 
cessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendants be 
made to answer such charges, and 
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asks reparation in the sum of $28.15. 


Signor, Geo. W., Tie Co., Lid., of 


Shreveport, La., vs. Internat. & Gt. 
Nor., St. L. S. W., St. L. S. W. of 
Tex. (3510). 

Complainant alleges that the 
rates charged by defendants from 
stations in Arkansas and Lonisiana 
to points in Texas on hewn oak ties 


»are excessive, unreasonable and un- 


just and prays that after due hear- 
ing and investigation defendants be 
made to answer such charges and 
to cease and desist from said viola- 
tion, and to put in force more rea- 
sonable and just rates. - 

E. M. E. N. F. W. Bentley, attor- 
ney for complainant, Shreveport, 
La. ° 


Standard Oil Co. at Covington, Ky., 


vs. Chi. Term. Trans. C. & E. L, 
Evansville & T. H., L. & N., Tenn. 
& Cum. Riv. (3523). 

Complainant alleges that during 
October, 1905, January, July and 
September, 1906, January, Septem- 
ber and December, 1907, on various 
dates it shipped eight tank cars of 
refined oil, on which defendants 
charged for four cars a rate of 26c 
per 100 lbs. and on the other four 
cars a rate of 284¢c per 100 Ibs. 

Complainant claims that’ the rates 
charged by defendants are excess- 
ive, unreasonable and unjust, and 
prays that after due hearing and 
investigation defendants be made 
to answer such charges and to cease 
and desist from said violation, and 
asks reparation in the sum of 
$131.41. 


Williams, R. H., of New Richmond, 


Wis., vs. Gt. Nor. and C. St. P. M. 
& O. (3520). 

Complainant alleges that on vari- 
ous dates it shipped from points in 
Minnesota to New Richmond, Wis., 
several carloads of horses on which 
defendants have charged excessive, 
unreasonable and unjust rates. 

Complainant prays that after due 
hearing and investigation defendants 
be made to answer such charges 
and to cease and desist from said 
violation and to put in force more 
reasonable and just rates, and asks 
reparation in the sum of $132.90. 


Zwolle & Eastern vs. K. C. Sou. 


(3513). 

Complainant alleges that for a 
number of years defendant had in 
effest through routes and joint rates 
from and to points on its line and 
points on the lines of the defend- 
ant. Complainant claims that by 
the cancelation of the said through 
routes and joint rates the same will 
not only work a serious hardship on 
industries located on its line, but 
will unduly discriminate against 
same and their products. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and at once to suspend the 
operation of the combination rates 
and to restore and put in force 
through routes and joint rates. 





BROWNSVILLE GATEWAY OPEN FOR TRAFFIC. 
The Chicago Association of Commerce has been 
notified by the National Railways of Mexico that the 
bridge at Brownsville, Tex., is now open for business. 


The completion of the bridge and the traffic arrange- 
ments made between the Frisco system and the Na- 
tional Railways of Mexico gives another direct line from 
Chicago to Mexican points. 






LEGAL. DEPARTMENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate. Commerce Commission thereunder. 

Address Legal Department, The ° Traffic 
Washington, D. C. 


Service Bureau, 





illinois—“We would like to be advised on the fol- 
lowing questions, which should be of interest to all 
shippers: 

“1.. What constitutes delivery in the 
by transportation companies? 

“2. Is the transportation company liable for loss or 
damage to goods while in its possession on team track, 
such as loss or damage caused by fire, theft, etc.? 

“3. If the transportation company is liable, as per 
our question No. 2, does this liability cease at the end 
of 48 hours when car service begins?” 

1. No general rule, applicable to all cases, can be 
stated as to what constitutes a good and _ sufficient 
delivery. Much necessarily depends upon the circum- 
stances of each particular case, and whether there has 
or has not been a sufficient delivery in thé particular 
case is usually, but not always, a question of fact, or 
a mixed question of law and fact, for the jury, under 
proper instructions by the court. 

Generally a personal delivery of the goods to the 
consignee is not required unless the carrier, by express 
eontract, binds itself to do so. The depot or ware- 
house of the carrier at the town or station to which 
the goods are shipped is the proper place to make a 
delivery. The delivery is usually not completed until 
the carrier unloads and stores the goods at its sta- 
tion or warehouse. The custom and usage of a par- 
ticular locality, acquiesced in by the parties, or the 
local laws, may, however, vary or modify the general 
rule above stated. 

2. The carrier is regarded, in law, as a practical 
insurer of the goods against all logses of whatever 
kind with the exception of (1), those arising from what 
is known as the act of God, (2) those arising from 
the act of the shipper, and (3) those arising from the 
inherent nature of the goods: The authorities are, 
however, in conflict on the question as to when the 
liability of a railroad company as a common carrier 
ends and when that of a mere warehouseman begins. 
The two great lines of opposing decision are commonly 
ealled, respectively, the “New Hampshire rule” and the 
“Massachusetts rule.” The New Hampshire rule affirms 
that the liability of the carrier does not terminate 
until the arrival of the goods at the place to which 
they were shipped and a reasonable time is allowed 
the consignee in which to remove them; while the 
Massachusetts rule affirms that the liability of the 
company as a common carrier terminates when the 
goods reach their destination and are delivered upon 
the platform, or placed in a warehouse, or otherwise 
properly stored by the company. There is a third line 
of decisions composed of the cases which affirm that 

it is the duty of the carrier to give notice of the arrival 
ef the goods, and a reasonable time given the con- 
signee in which to remove the goods. The courts of 
your state have followed the Massachusetts rule. 
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3. This question is substantially answered by No. 


legal sense 
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2. In Illinois, the liability of a common carrier ceases 
immediately upon the goods reaching their destination 
and are delivered upon the platform or placed in the 


warehouse, whereupon the less burdensome one of 
warehouseman has supervened. If as such, the goods 
are destroyed by a fire, or have been lost by theft or 
robbery, without the fault or negligence of the ware- 
houseman, it will not be liable. 


* * * 


Missouri.—“An agent for a railroad in Missouri, in 
carrying out his extensions on the expense bill, made 
an error by adding the advance and the _ delivery 
charges. We have called his attention several times 
to this error, and have written frequently to the general 
freight agent of the road, but can receive no reply. 
How should we proced to collect this overcharge?” 

The specific rate charged you was not the pub- 
lished rate, no matter how it was arrived at, and in 
consequence is not the lawful rate. On the facts that 
you present, the carrier ought, voluntarily and without 
resorting to any formal proceedings, refund to you this 
overcharge. If it declines to do so, you have a clear 
remedy by simply presenting an informal complaint to 
the Interstate Commerce Commission, in the form of a 
written letter, giving the specific facts in the case and 
the name of the carrier. Address such letter 
Interstate Commerce Commission, Washington, 


to the 
St 


Bd * * 
New York.—“I have noticed your reply to inquiry 


by ‘Louisiana,’ on page 357 of the September 3 
of THe Trarrc Worwtp. I have had a number of claims 


issue 


paid on ‘shipper’s load and count’ consignments, giv- 
ing, as my authority for insisting on their payment, 
paragraph 11 of section 20 of the Hepburn Act. | 


would like to be advised whether the Hepburn law 
would not entirely cover an interstate shipment regard- 
less of the existing state law either at point of shipment 
or destination.” 

The Hepburn Act of June 29, 1906, section 20, para- 
graph 11, has no bearing on the main points involved 
in inquiry by “Louisiana.” That inquiry concerns the 
right of.a carrier to limit its common law liability as 
an insurer of the safety of goods, or the amount 
or quantity of goods, entrusted to it for transportation 
The answer was that, in the absence of a state statute 
prohibiting it, a common carrier may, by express or 
special contract with the shipper, limit its common law 
liability. 

The sole purpose of the aforementioned provision 
of the Carmack Amendment to the Hepburn Act was 
to make a carrier, engaged in the transportation oi 
interstate commerce, liable beyond its own line and 
prohibiting exemption from such liability by contract. 
Prior to the enactment of this amendment it was the 
practice of interstate carriers to limit their responsibil 
ity for the safe carriage of goods to the terminus of 
their own line, and the law of the majority of states 
upheld such practices and denied to the shipper the 
right to hold the carrier responsible throughout the 
whole transit. The courts of your state have frequently 
so held. The question, therefore, of the carrier’s lia 
bility on “shipper’s load and count” consignment is 
not in any wise determined by the Carmack amend: 
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ment, excepting in so far as extending the carrier’s 
liability, whenever it is liable, beyond its own line. 
, 


* * * 


Georgia—‘“When a shipment reaches its billed des- 
tination and consignee has been notified, either verbally 
or by United States mail, that the shipment is ready 
for delivery, if he fails to remove the shipment or 
inform the agent that it is refused, it is customary for 
the carrier to notify the shipper to this effect and to 
ask him for further disposition. There are times when, 
through negligence of agents or through other causes, 
the consignor is not so notified of the refusal or non- 
delivery of the shipment. Is the carrier required to 
notify the consignor of the refusal of the consignee 
to accept the shipment, or of the fact that it has not 
been delivered, and if it fails to do so, what is its 
liability? Would the rule be different in a _ straight 
consignment as compared to an order notify one?” 

See answer to “Illinois” in this issue for fuller 
information on the point as to what constitutes a legal 
delivery. 

On the point as to whether a carrier is required to 
notify the consignor of the refusal of the consignee to 
accept the shipment, or that the same could not be 
delivered, he decisions of the various state courts are 
not in perfect accord. It is now generally the law 
that if the carrier tenders the goods to the consignee, 
and they are refused, the carrier will from that time 
hold them in the character of warehouseman; and if 
he stores them safely it would seem that his liability 
is completely at an end. As to giving notice thereof 
to the consignor, the better rule seems to be that the 
duty to do so can arise only when the carrier is re- 
quired to make a personal delivery, or to give notice 
to the consignee of their arrival. It has no application, 
therefore, to carriers when they are only required to 
deposit the goods in their warehouse to await the call 
of the consignee, without notice to him, which is all 
that is generally required of the carriers. And even in 
eases wherein the duty devolves upon the carrier to 
give such notice to the consignor, if such was not done, 
and a loss incurs which is attributable to a cause that 
had no connection with the notice to the consignor, and 
which such notice might have prevented, the carrier 
would not be held liable for his failure to give it. The 
rule would be different, though, if the bill of lading directs 
“notify” a given party, for the effect of this word is 
to show that the party to be notified is not the con- 
signee and the owner of the goods. 


New England Fights Demurrage 





Hartford, Conn., September 16.—New England ship- 
pers are up in arms against the uniform code of demur- 
rage rules, in so far as it reduces the free time allow- 
ance to 48 hours. Protests have been made to the 
Interstate Commerce Commission asking that the rail- 
raads be prevented from putting this code in effect 


until such time as the Commission has had opportunity 
‘o hear the complaints of the shippers on this phase 
of the question. 

At a meeting of over 100 representatives of western 
held at Springfield last week, 


New England shippers, 
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the following protest was drawn up for transmission 

to the Commission: 

“To the Honorable Interstate Commerce Commission: 
“At a meeting of western New England shippers 

and receivers—over 100 in number and representing 

some of the largest interests in New England—held in 
the Springfield board of trade, Springfield, Mass., Tues- 
day, September 6, it was unanimously resolved to re- 
quest your honorable body to order a stay in the 
execution of the proposed car demurrage rules ordered 
by New England railroads, to take effect October 1, until 

a hearing before your Commission can be held. 

“The shippers and receivers of western New Eng- 
land believe that conditions in New England warrant 
an extension of free time beyond that called for by 
the proposed rules, and until such conditions can be 
laid before your Commission at a hearing, which we 
now ask you to grant, we beg you to stay the execution 
of the orders as above stated. 

“B. W. Porter, Henry B. Sargeant, L. E. Holden, W. S. 
Skeats, W. A. Clark, Frank D. Howard, committee 
appointed by western New England shippers and 
receivers in meeting assembled September 6. 

“C. HENRY HATHAWAY, Secretary.” 


Commends Washington Letter 





“Have read with much interest your ‘No American 
Rome to Burn,’ editorial in the August 27 issue,’ writes 
an old subscriber, “and am impressed with the thought- 
ful and tactful manner with which the subject was 
handled. 

“As the policies of the president, relating to indus- 
trial, commercial and transportation matters, become 
better understood, public opinion is, I believe, crystal- 
lizing in a general approval. When the confusion which 
may—and almost unavoidably—ensues from changes in 
methods and practice has subsided and the new order 
of things is well established, we all will be able to 
more clearly survey the situation and arrive at a fuller 
and more complete appreciation of the wisdom behind 
those policies and of the benefits conferred.” 


ATTACKS ICE CREAM ORDER. 

Indianapolis, Ind., September 16.—A petition asking 
that the decree of the state railroad commission fixing 
ice cream rates and classifications be set aside, has 
been filed by the United States Express company. The 
petition, after reciting the fact that complaint was filed 
in May by the ice cream makers’ association and that 
the commission was of the opinion that rates and rat- 
ings were unjust and unreasonable, asks that the court 
set aside the mandate of the commission in so far as 
local and joint rates are concerned. Notice of the filing 
of the complaint by the ice cream men was published 
in THE TRAFFIC WoRLD on May 28; details of the com- 
mission’s order on August 20, 1910. 


MINNESOTA TRANSFER REPORTS GAIN. 

Minnesota Transfer, Minn., September 16.—The num- 
ber of loaded cars handled here last month was 47,170, 
an increase of 1,065 cars over the figures for August, 
1909. For the seven months beginning in February and 
ending last month—January having been eliminated be- 
cause of the switchmen’s strike—334,123 cars were 
handled, a gain of 19,824 over the same period last year. 
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President Ripley of the Santa Fe railroad, in testi- 
fying before an examiner of the Interstate Commerce 
Commission, in support of the contention that higher 
freight rates are justified, had much to say about in- 
creased costs of operation and could see little prospect 
of their being offset by increased business in the near 
future. 

Doubtless there is increased cost of operation. Pos- 
sibly that cannot be made good by any increase of 
traffic which the roads can handle without still further 
expenditures for trackage, terminals and equipment, 
which President Ripley desires to pay for largely out of 
the earnings of the road. 

Right there is where the railroads and the public 
split. 

The process of American railroad building has been 
to build some kind of a road, mostly with bonds, issu- 
ing to the bondholders bonuses of stock representing 
no investment and earning no dividends. 

Then comes a period of very high rates, out of the 
profits of which the road is largely rebuilt and re- 
equipped to be able to handle, and handle more eco- 
nomically, the constantly increasing traffic. 

In time the traffic so increases as not only to pay 
interest on bonds, but dividends on the stock issued 
as a bonus. Then it is declared that, since the stock 
now represents actual value and the road could perhaps 
not now be reproduced for the sum represented by 
both stock and bonds, the stock is entitled to full divi- 
dends, while the process of adding betterments from 
surplus earnings is still to go on. 

Now to the extent that betterments have been made 
from earnings the public served by the line has pro- 
vided every dollar of the money by paying rates in 
excess of those required to produce a reasonable revenue 
on actual investment. h 

And until that matter is settled there will never be 
peace between the public and the railroads, and no 
settlement can be reached except by full and frank 
discussion which goes to the bottom of things. 

Increment comes to every new railroad, and usually 
it is earned, and not “unearned,” increment. Unearned 
increment is that which comes from the general prog- 
ress of society, which makes land valuable whose owners 
have done nothing toward the movement. 

A railroad which builds out into a wilderness is in 
a far different position. It is a prime mover in the 
progress which may make a great section of country 
valuable. By its enterprise, and at its risk, it has 
created business, by which it is entitled to profit in 
addition to interest on investment. 

And that there is risk is shown by the history of 
the Santa Fe road itself, whose builders anticipated 
the future too greatly, and which was “reorganized” 
with much loss to the original investors. 

But there comes an end to this. A time comes 
when risk and enterprise have been fully compensated, 


when the country has so developed that the element 
of risk has been eliminated and the people are entitled 
to a final adjustment of capital upon which, and upon 
no more, except upon actual investment, they are to 
pay revenue. 

And that time will never come if the railroad mag- 
nates can prevent it by continual evasion. 

The Santa Fe road is not the best example of this 
oppression by the carriers, for it was reorganized in 
the nineties, and probably nobody can now tell what 
the exact equities of that company are. 

The best example is the Southern Pacific company, 
in whose original building the country was mulcted of 
four private fortunes, deemed colossal in their day, and 
whose history has been an orgy of taxation which has 
yielded revenues to pay twenty times a liberal compensa- 
tion for all the risks ever incurred, and which will be 
maintained forever if it is not effectively resisted by a 
people which has already endured it too long.—San 
Francisco (Cal.) Chronicle. 


a * * 


How long can Roosevelt “carry water on _ both 
shoulders?” This is the question being asked by many 
leading magazines and newspapers. So far in all the 
speeches he has made in the west his so-called indorse- 
ments of progressive principles and ideas were so 
clouded in phraseology that they meant nothing, and 
on numerous occasions the ex-president has been just 
as laudatory of the principles of the standpatters. 

The Public, a weekly magazine published in Chi- 
cago by Louis F. Post and which has a smail army 
of editors scattered over the United States, commends 
and condemns Roosevelt. Seemingly, the publication 
takes an independent stand on all matters. In an edi- 
torial this week the editor says: 

“If it were possible for Mr. Roosevelt by his own 
acts to discredit himself, his course since his return 
from Europe would have accomplished it. 

“No politician has ever made a more conspicuous 
effort to carry water on both shoulders, but his ability 
‘to get away with it’ has proved truly marvelous. 

“Several times he has had each of the two irre- 
concilable elements within his party alternating be 
tween hope and fear that he was about to commit him- 
self definitely to one side or the other; but as yet, 
both are kept guessing about his ultimate political 
destination. 

“It is evident from the press despatches that Mr. 
Roosevelt came perilously near to a break with Presi 
dent Taft. , 

“It is equally evident, and very noteworthy, that 
the near break was due, not to Mr. Roosvelt’s disap- 
proval of Mr. Taft’s reactionary policies and standpat 
alliances, but to Mr. Roosevelt’s temporary belief that 
his successor—the man he made president—had been 
a party to a personal snub administered to Mr. Roose 
velt by the machine Republicans of New York state. 
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“The vanity of ‘the world’s foremost citizen’ was 
very deeply wounded, and he breathed out fierce threats 
of the havoe he would work if proper amends were not 
immediately forthcoming from the vacillating and dis- 
tracted President at Beverly. . 

“Mr. Taft hastened to make the demanded apology; 
and we witnessed of the 
president of the Republic crawling on his belly to 
appease the fierce Rooseveltian wrath. It was truly a 
comfort to read that Mr. Roosevelt had accepted the 
apology, and to learn that on his western trip he ‘would 
make no attack on the Taft administration.’ 

“This degrading incident, it would seem, ought to 
open the eyes of the intelligent admirers of Mr. Roose- 
velt to the monumental selfishness which explains his 
entire public career. 

“He has had no criticism for the President who 
broke faith with the American people. 

“He has uttered no condemnation for Mr. Taft’s 
alliance with the most reactionary and selfish elements 
in American political and business life. 

“He has voiced no disapproval of the tariff revision 
betrayal, nor of the attempt—foiled so far by Pinchot 
and Glavis—to give over to the Guggenheims the rich 
Alaska coal fields. 

“All these things he has passed over in a silence 
that gives assent. 
“Progressive 


the humiliating spectacle 


leaders in many states have waited 
in vain for the word of encouragement from Oyster 
Bay that would make their battle easier of winning. 

“La Follette, fighting a desperate fight in Wisconsin, 
has heard no outgiving calculated to help him. 

“The progressives of Iowa and Kansas won without 
any aid from the man who claims to be the embodiment 
of progressivism. 

“When the claim was made that Mr. Roosevelt 
sympathized with the insurgent cause in California, he 
promptly denied it over his own signature. 

“In company with Senator H. C. Lodge, one of the 
most pronounced reactionaries of the Washington oli- 
garchy, Mr. Roosevelt visited President Taft at Beverly 
and greeted him as his friend, at a time when all the 
influence of the administration was being brought to 
bear against the progressives in half a dozen states. 

“But if Mr. Roosevelt was not willing to break 
with the Taft administration on any question that 
involved political principle or common political honesty, 
he was willing enough to break with it when his own 
egotism was dealt a painful blow by the unterrified 
Standpatters of the New York machine. 

“Some mischief maker led him to think that the 
President had prior knowledge of the plot to defeat 
him for the temporary chairmanship of a petty state 
convention. Then, indeed, was there a fierce Roose- 
Vveltian eruption that threatened to submerge the ad- 
ministration. Politicians, great and small, were kept 
On the anxious seat, while the tingling wires from 
Sagamore Hill for days carried rumors of the blood- 
thirsty disposition of the Rough Rider. 

“Happily all danger of immediate conflict seems 
to be over. Peace reigns and the government at Wash- 


ington still lives. 
“But peace will not long prevail. 


“Mr. Roosevelt is plotting to succeed Mr. Taft in 
the White House. 


That is the motive for the present 
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barn-storming tour of the west. And he hopes to attain 
his goal, if possible, without being forced to a definite 
alignment with either standpatters or progressives. 
“In sympathy, Mr. Roosevelt is a tory and im- 
perialist; but he appears to be as lacking in real 
convictions as is President Taft himself. A remarkably 
keen politician, his instincts tell him that he must 
eapitalize the progressive sentiment if he would again 
mount the throne; hut he shows no disposition to define 
his progressiveness with an exactness that could cost 
him any reactionary support.’—Salina (Kan.) Union. 


a * a 


“IT will make the corporations come to time,” de- 
clared Colonel Roosevelt at Cleveland. 

He had seven years’ trial at it, but, so far as the 
records show, the only occasion during all that period 
on which the great and strenuous I Am made “the 
corporations come to time” was in 1904, when he 
employed his “practical” friend Harriman to sandbag 
corporate wealth into putting up the money necessary 
to place New York state in the Roosevelt column. 
What a self-inflated Egotist and fraud the colonel is!— 
Virginian Pilot. 

The Pilot evidently forgets that other instance in 
which Teddy, after putting Harmon and Judson on the 
trail of the trusts, called them off as soon as they 
“treed” Paul Morton, a member of his ,cabinet.—Fort 
Smith (Ark.) Times-Record. 


* * ae 


The Washington Post asks, “What is an insurgent?” 
As the Post has revised its political creed from inde- 
pendent democratic to a red-hot administration paper, 
it is probable that its subscribers are being heard from 
as most active insurgents. And there are others.— 
Beaumont (Tex.) Enterprise. 


* * ms 


It may not be news, but it is important to be 
assured by the chairman of the Republican congressional 
committee that the Republican party is standing pat 
and “will make no apology for its record.” The same 
cavilling authority also informs us that “we see no rea- 
son to change the opinion that the republicans will 
control the next House of Representatives.” He like- 
wise declares that “prices are as high in free-trade 
England and elsewhere abroad as in this country.” 

The statistics of the price of centrifugal sugar in 
New York and London is sufficient to disprove the 
latter statement, namely: 

In 1900 per 100 pounds, New York, $4.57. 

In 1900 per 100 pounds, London, $2.44. 

In 1909 per 100 pounds, New York, $4. 

In 1909 per 100 pounds, London, $2.23. 

United States Consul-General Griffith at London, in - 
his late report of prices in England, says: “Some lines, 
such as boots, shoes and clothing, remain practically 
the same as ten years ago, while immaterial decreases 
are noted in the prices of iron, steel, farming imple- 
ments, brick, cement and oil.” 

Everyone here knows that the price of most of 
such commodities in the United States has enormously 
advanced during the same period. It may be true, and 
probably is, that prices in the high protected countries 
abroad are as high as'‘in this country, but in free-trade 
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England they are on an average 35 per cent lower 
than here; and on some manufactured articles which 
are highly protected in the United States the price is 
over 50 per cent lower than here—Beaumont (Tex.) 
Enterprise. 

+ ~ - 


A lot of nonsense is being talked and written by 
the republican newspapers about “better agricultural 
methods.” Self-interest, of course,*prompts every farmer 
to do everything that he can to get the best crops pos- 
sible, and no incentive is stronger than self-interest. 
There are many things that farmers would like to do 
that events prevent them from doing, and there are 
things which they do that they wish they had - left 
undone,’ It is so in every business and with everyone. 
If the hay had not been cut this morning, the rain 
would not have spoiled it; but who is wise enough to 
tell what the fickle weather will be? If it had not 
rained for weeks in the spring, the cotton and the corn 
would not have been so weedy; it would have been 
possible to work it in season, instead of having to 
wait until other crops needed attention. If it had not 
been for the drought, the crops would have been better; 
but the farmer is not a rain-maker, and has to accept 
the weather that nature provides. 

When the people get sick of republican policies and 
corrupt misrule, some smart Aleck blames it on the 
farmers, and “the organs” begin to pipe in the same 
tune and demand “better agricultural methods.” 

When insurgents insurge, the same “organs” blame 
it on the farmers, and insist that they have prospered 
through republican legislation, although they admit the 
tariff should have been “more scientific.” 

Some railroad magnate has a model farm where 
everything that he raises costs twice what it is worth, 
and even the eggs cost one dollar per dozen, and he 
thinks that the farmers should follow his example of 
“intensive farming.” The Agricultural Department ex- 
perts advise the farmers how to improve their soil 
and stock, but if their advice were followed the farm- 
ers would need the treasury of the United States to 
draw upon and then require an urgent deficiency ap- 
propriation, as the “experts” often do, to make both 
ends meet. ' 

If the farmers’ critics would try their hand at 
farming, with the present lack of labor and not very 
efficient at that, they would not carp so much. It is 
dollars to doughnuts they would admit failure, blame 
it on the land or the weather, and then resume their 
old occupation of scribbling about what they don’t know 
about farming. 

The Agricultural Department has just discovered 
that the farmers ought to raise more potatoes to the 
acre, and has sent experts to Europe to find out how 
to do it. What they will learn will be that the climate 
there is better than here for that sort of crop, and any 
Pennsylvania Dutchman could have told them so much 
without it costing a dollar, when they will spend 
thousands. 

Other countries are sending experts here to dis- 
cover how we grow cotton and why it can’t be grown as 
well or better in Africa, Asia or South America. It 
is probably a question of climate, for the darky and 
the old mule can surely be duplicated in some fashion 
and there is no great secret in their meanderings. 
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If you have tried farming, you well know that it 
is no picnic, and that through republican policies al! 
that you have to buy is at trust prices, and for all that 
you have to sell you must take what some combine 
will pay. Yes, it is not all fun being a farmer, nor 
do they all ride in automobiles, though the republican 
metropolitan organs and the funny supplements would 
try and make us believe that the farmers are bigger 
fools than are other mortals.—Fort Smith (Ark.) Times. 
Record. 


Craffic World Changes 


A. D. Aikin has been appointed commercial agent 
of the Rock Island lines, with headquarters at McAles- 
ter, Okla. 

C. J. Peterson has been appointed commercial agent 
of the Chicago, Milwaukee & St. Paul railway, with head- 
quarters at Cincinnati, O., vice G. L. Williams, resigned 
te engage in other business. 

M. G. Buffington has been appointed traveling freight 
agent of the St. Louis & San Francisco railroad, with 
headquarters at Oklahoma City, Okla. 

C. F. Mowbray has been appointed traveling freight 
and passenger agent of the Arizona Eastern railroad 
with headquarters at Phoenix, Ariz. He has also been 
given a similar position with the Southern Pacific com 
pany—Pacific system. 

- CC. M. Booth has been appointed general freight 
agent of the Pere Marquette railroad, vice P. F’. Gaines, 
deceased. 

J. E. Williams has been appointed assistant general 
freight agent of the Pere Marquette railroad, with supe! 
vision over the tariff department, and such other duties 
as may be assigned. The position of chief of tariff 
bureau has been abolished. Mr. Williams will haves 
headquarters at Detroit, Mich. 

R. F. Paterson has been appointed assistant general 
freight agent of the Pere Marquette railroad, with head- 
quarters at Detroit, Mich. 

Announcement has been made of the promotion of 
Milton Smith, Jr., to the post of assistant general pas- 
senger agent of the Louisville & Nashville railroad, vice 
J. A. Boyd, assigned to other duties. R. D. Pusey, chief 
clerk to the passenger agent of the Lake Erie & West 
ern, succeeds Mr. Smith as assistant to the general 
passenger agent of the L. & N. 

B. J. Torbon has been appointed general agent of 
the Lake Erie & Western railroad, with headquarters 
at Pittsburg, Pa., vice G. M. Kridler, promoted. 


Seek Cotton Rate Compromise 


Meridian, Miss., September 16.—It is understood that 
the Illinois Central and other cotton-carrying roads OP 
erating in Mississippi are endeavoring to compromise 
with the state railroad commission in the matter of 
its order directing the carriers to place Gulfport © 
a rate equality with Mobile and New Orleans with 
respect to compressed and uncompressed cotton. 

When this order was issued about a-year ago, 4! 
the roads, with the exception of the Gulf & Ship Island, 
fought it in the courts and an injunction suit against. 
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the commission is now pending in the federal court. 


Now the railroads are trying to settle the quetsion 
out of court. The traffic manager of the Illinois Cen- 
tral appeared before the commission a few days ago 


and made a statement to show why, from his point of 
that road could not accord Gulfport the same 
rates as apply to Mobile and New Orleans. The Gulf- 
port Progressive Union is bearing the brunt of the 
fight in defense of Gulfport’s claim to rate parity. 


view, 





3oston, Mass., 
Tuesday 


as president 


September 16.—Announcement was 
of the resignation of Lucius M. Tuttle 
of the Boston & Maine railroad. Charles 
S. Mellen, president of the New York, New Haven & 
Hartford railroad, was designated by the board of di- 
rectors as acting president, with all the power of 


made 


president. 

Mr. Tuttle has been chief executive of the B. & M. 
for seventeen years. Ill health was given as one reason 
for his retirement and his feeling that the New Haven 
which has stock control of the B. & M., should 
assume the direct responsibility for the management of 
the latter road was stated as another fact that impelled 
Mr. Tuttle to take the step he did. It is expected that 
Mr. Tuttle will still remain, however, a member of the 
board of directors. He has been given a leave of 
absence for the remainder of his term of office. 


line, 


Denies Discrimination Charges 





Washington, D. C., September 16.—Formal denial of 
the charges of illegal preference and discrimination made 
by S. F. Seatergood & Co., grain dealers of Philadelphia, 
against the Pennsylvania railroad, the Keystone Eleva- 
tor company and IL. F. Miller & Sons, as incorporated 
in a complaint filed with the Interstate Commerce Com- 
mission several weeks ago, have made by the 
defendants in the 


been 
case, 

President Hagar of the elevator company, while ad- 
mitting that Harvey G. Miller, a member of the firm of 
Miller & Sons, is a stockholder in the elevator company, 
denied that Miller & Sons had any interest in the ele- 
vator; he further entered denial to the charge of pref- 
erence being shown to the company, and denied that 
the stock interest of Harvey Miller resulted in discrimi- 
nation in favor of the Miller firm. The Pennsylvania’s 
answer to the Scattergood petition admits the railroad’s 
ownership of the elevator in controversy and the lease 
thereof to the Keystone Elevator company, but denies 
knowledge of. the control of the elevator company by 
l.. F. Miller & Sons or of undue preference being shown 
‘ny shipper using the elevator’s facilities. 


Electrical Engineers Plan Convention 


A complete 





exhibit of everything portable in the 


Way of recently invented apparatus used on railways is 
to be a feature of the annual convention of the Associa- 
tion of Railway Electrical Engineers, to be held in Chi- 
cago September 27-30. 
grand ballroom 
the convention 


The display will be made in the 
of the La Salle hotel, which is to be 
headquarters. Demonstrations of the 
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loud-speaking telephone and other 
made by experts. Some of the 


appliances will be 


largest electrical con- 
cerns in the world will make exhibits. It will be under 
the auspices of the Railway Electric Supply Manufac- 


turers’ association. 

The business sessions of the convention will be 
taken” up with discussion of topics relative to the im- 
provement of railway service. The subjects will in- 
clude: “Electric Lighting of Railway Cars,’ “Axle Gen- 
erating Systems,” “Electric Traction on Trunk Lines,” 
“Motor-Driven Machine Tools” and “The Illumination 
of Machine Shops.” 

The officers of the association are: E. M. Cutting, 
president; J. R. Sloan and F. R. Frost, vice-presidents; 
George B. Coleman, secretary and treasurer. 


Leads in Rail-and-Lake Traffic 


New York, September 16.—Figures of westbound rail- 
and-lake tonnage for May and June show that, while 
the Pennsylvania and New York Central lines carried 
the bulk of the all-rail tonnage, the greatest percentage 
of rail-and-water traffic to western 
by the Lehigh Valley. 

A summary of this latter 





points was handled 


class of traffic for the 


standard roads for May and June follows: 
Tons, Tons, 
1910. PS. 1909. Pic. 
New York Central........ Pee S 14.9 2,936 14.1 
FRO fry OURS RR a BR ie 3,653 16.5 3,344 16.1 
PENMINI SOS e SS k da ; 981 4.4 1,448 6.9 
taltimore & Ohio............. bal 289 1.3 34 0.2 
i & .., eye Leeks ae 9.1 768 3.7 
RON gr 5 cnn wa tiGace « 6 o:0 tie 4,541 20.5 3,688 17.6 
RE. EE 6s ow wpe a ce ee 2 oat es 7,401 33.3 8,613 41.4 
Cemteree Ge Western. ...6ccccccscs eine at eas eeu eve 
Ro i SE ee ideal Pe 7 ~*~ 
i ee eee eerie ry & 22,180 100.0 20,818 100.0 
Increase over May, 1909, 1,362 tons, or 6.54 per cent. 
The figures for June for the same roads follow: 
Tons, Tons, 
1910. Ec. 1909. Puc. 
New York Central............... 5,305 19.3 3,390 13.8 
0 RS CP ee ee rae ee 5,401 20.1 5,487 32.3 
Pennsylvania ..... Fasvs ae Aen 4.1 1,114 4.5 
Baltimore & Ohio , : nae 555 2.1 192 0.8 
West Shore CUP, akecus Wee ee 4.8 1,933 7.9 
| Se Ae ee ee ee 5,183 19.3 3,715 15.1 
Lehigh Valley ‘ 8,128 30.2 8,738 35.6 
oo ly a i 7S a re 9 Rae 2 7 
Ro eee. en rs ar 34 0.1 2 
0) ee eee 100.0 24,573 100.0 


Increase over June, 1909, 2,322 tons, or 9.48 per cent. 


POSTPONES RATE CUT. 


C., ‘September 16—The Interstate 
Commerce Commission has issued an order suspending 
until November 1 the effective date of its 
the case of the Corporation Commission 
olina vs. Norfolk & Western et al. The original de- 
cision in this case, published in full in Tor Trarrc 
Worvcp for July 16, 1910, made the order effective Oc- 
tober 1. The case involved 
Winston-Salem. 


Washington, D. 


mandate in 
of North Car- 


rates to Durham and 


NEW PACKAGE CAR SERVICE ESTABLISHED. 

The freight traffic committee of the Chicago Asso- 
ciation of Commerce has been notified that a new 
through package car has been inaugurated to Brook- 
haven, Miss., via the Illinois Central railroad. This is 
due to arrive the third morning from Chicago, and will 
enable Chicago shippers to make deliveries to all points 
on the Mississippi Central and Brookhaven & Pearl 
River railways on the fourth day from Chicago, with 
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only one transfer. Heretofore such shipments consumed The lack of refrigeration facilities and delays to the 
five days and required two transfers. The efforts of trains are alleged to be among the detrimental features 
the freight traffic committee of the association have of this service. 

resulted in the establishment of several through car 

services, of which the Brookhaven is the latest. 


APPROVES BILL OF LADING ACT. FREIGHT TRAFFIC MAN 


The American Bar association, at its recent con- 
ee ae ae gPnepiae 9 0 ee, rn Experienced in handling Railroad Freight Rates, 
committee on commercial law of the Comsalesioners on General Transportation Matters and well posted 
Uniform State Laws, and recommended the enactment of -| im State and. Interstate Commerce Laws, wants 
the measure into law in the various states. Massachu- position as head of Freight Department of an In 
setts and Maryland have already adopted the draft and dustrial Concern or an Association of Shippers 
praees it cn: Chote statate beste. Will go anywhere at moderate salary and get re 

RAISES EMPTY CARRIER QUESTION. sults. 

Harrisburg, Pa., September 16.—Complaint has been Address TRAFFIC MAN 
lodged with the state railroad commission by the Fink sh: inieiite Mieeiieie Ma 
Brewing company against the Adams express, alleging ef? Traffic Service ePORN. 
that the carrier refused to move consignments of empty 
cases from various points, the shipments not being pre- 
paid, notwithstanding the fact that the complainant com- 


pany had offered to put up a guarantee to cover the cost SITUATION WANTED 


Of: temeapertation, Man 35, expert in freight rates, 12 years’ railroad 
experience, 4 years’ actual practice before Interstat: 
COMPLAINS OF MILK HANDLING. Commerce Commission, now with large coal compa 
; c > * o . +, ; ’ > 2 . * ry } 
Harrisburg, Pa., September 16.—Complaint has been nies, desires change account wife 8 health; u ould cor 
; : soni sider employment by individual or associations 0: 
lodged with the state railroad commission by Lawrence DEPTS ok PS 
. ‘ . : in individual cases. References unlimited. Address 
Flick, Jr., of Philadelphia, attacking the manner in O00 Sienals Oeurt.. eaer. Oderade 
which the Pennsylvania system handles milk shipments. ay l ‘ Hix * 


EFFECTIVE AUGUST i7 


THE COMMERCE LAW AS AMENDED JUNE 18 


If You Are not Already Supplied, WE HAVE IT 


Arranged as Follows: 
Tue Acr to Create A Commerce Courr—Complete. 


Tae Acr to Reavutate Commerce.—The Original Act together with all previous amendments, printed in light- 
faced brevier type. The June 18th amendments (set in their proper places) in bold-faced type, and that part which 
was expunged by the June 18th amendments in nonpareil type and enclosed in parentheses. 


SEND US YOUR ORDER 
Single Copies, 25 cents, postage paid. Lots of 10 to 100, 20 cents. 
126 Market St., Chicago, Ill. THE TRAFFIC SERVICE BUREAU, 26 Jordan Bldg., Washington, D.C. 





Continental Bolt & Iron Works 


UNION AND 22D STREETS CHICAGO, ILL. 


MANUFACTURERS OF 


MACHINE BOLTS, UPSET BRIDGE RODS AND 
STRUCTURAL RIVETS 
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YOU DON'T HAVE TO BE A LAWYER 


To Be a Successful Traffic Man, 
BUT— 
You must be grounded in a knowledge of commerce law 


Not, of course, the minute, technical knowledge of the traffic 
attorney, but a broad general understanding of the principles that are 
fundamental in the construction and interpretation of our statutes govern- 
ing interstate commerce. Complex methods of doing business, methods 
undreamed of by our forefathers, have made necessary much legislation 
that the successful traffic man of to-day must know. 


It is this knowledge that is one of the distinguishing features between a 
traffic manager and ¢ shipping clerk. 


To give this broad knowledge of the law, this general but accurate 
survey of the entire field of commerce legislation, there is one work 
whose supremacy has never been disputed. That is 


“Hutchinson on Carriers” 


Since its first appearance it has been recognized as the one work 
authoritatively treating the entire field. It has been revised and brought 
thoroughly down to date. The latest edition, the third, retains all the 
essential features of the previous editions, but has been revised and 
enlarged to cover the many new developments since the appearance of 
the second edition- 


Don’t you think a work that has been able to hold the lead since 
1879 should be in your business library? 


“ Hutchinson on Carriers”’ is divided into fifteen chapters, contains 
1446 sections (1,000 of which have been revised or rewritten), deals with 
11,000 cases (6,000 of which have been added since the second edition) 


and 30,000 citations. 
3 Volumes, $18.00 net. 


The Traffic Service Bureau 


26 JORDAN BUILDING 126 MARKET STREET 
Washington, D. C. Chicago, Ill. 
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Special Service 
: ; 4 BINGHA 
—When you want some information on traffic matters. a 
—Information not readily obtainable through other channels. war 
Call On Us sre 
SRR MRR REESE EMIT a 
—We place Washington at your elbow. faci 
—We give you the benefit of the files there, the only com- 7 
plete files of Interstate freight rates in the United -— 
States. 
CHICAC 
BELT 
am ~ Wal 
Individual Service cs 
— 
—That’s what our Washington bureau means to you. JUps 
—The service of experienced rate men, of trained investiga- Chi 
tors, is placed at your command. due 
MIDL 
2 line 
out 
The Next Time a 
Chi 
“ae ; Gv 
—You need traffic information call on us. Blo 
—We furnish anything from a single rate to a compilation cus 
covering the entire country. 

—Our only limitation is your wants. 
t DALLA 
Ww. i 
age 
The Cost Is Small : 
RTE A ae — , OENV! 
—The cost of this service is small. VEN 
—It is based on the actual time spent in your service. sto 
ADDRESS | a 
THE TRAFFIC SERVICE BUREAU ee 
B.S 
Washington, D. C. Chicago, Hl. yn 
26 Jordan Building 126 Market Street < 
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Directory{of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 


BINGHAMTON, N., Y. 


MERCHANTS’ WAREHOUSHD COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 





BUFFALO, N. Y. 


BUFFALO STORAGE & CARTING 
CO., 350-3556 Seneca St. “Uns 
facilities” for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No. 683. 


CHICAGO, ILL. 


BELT LINE TRANSFER & STORAGD 
O., warehouses located at 76th and 
Wallace Sts., on Belt Railway; office, 
4 Sherman S8t.; do a general storage 
and transfer business; issue nego- 
tiable warehouse receipts, good at any 


JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER COo., 43d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L, at 
Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 


DALLAS, TEX. 


W. M. EDWARDS, JR., 113 i—_~ st. 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 


DENVER, COLO. 


VENVER STORAGE WAREHOUSE 
CO., 1521-31 20th St. | 
stored and forwarded. Insurance at 
special rates. Consignments solicited. 





OETROIT, MICH. 


E. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. General cartage and forwarding. 
ee attention to carload distribu- 

on. 


THE READING TRUCK CoO., 6th and 
Congress Sts. Authorized cartage 


agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise de- 
livered as ordered. 


ELMIRA, N. Y. 


ELMIRA STORAGE & SUPPLY CO. 
General storage, transferring and for- 
warding. Warehouses accessible to 


all railroads. Prompt service. 


KANSAS CITY, MO, 


K. & M. STORAGBD Co., Ninth and 

Santa Fe Sts. 

Track connection with all roads en- 
tering city. 

Carloads stored, distributed and re- 
shipped. 

Track capacity, eight cars a day. 

Low insurance, prompt, catiodactory 
service, 

Bonded in accordance with state laws. 


LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CO., 830 
S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. Established i885. 
Wholesale distributors and manufac- 


LOUISVILLE, KY. 


LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses, 


ST. LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and general storage. Drayage facili- 
ties. Cars promptly handled. Custom 
house entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
omeaee or less. Consignments s0- 

cit 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. General transfer 
and distributing ~ sg Carload dis- 
tribution our spec 
prompt, fetablished “72. 





SCRANTON, PA. 


MERCHANTS’ WAREHOUSE Co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 


enbush Co., proprietors. 





SAVANNAH, GA. 
SAVANNAH WAREHOUSING CO. 


Wholesale distributors and manufac- 





turers’ agents. Modern brick ware- 
house and unexcelled transporta' 
facilities. We make a specialty of 
representing manufacturers carrying 
s at Savannah for supplying 
southern trade. Prompt —, 
given carload shipments for distri 
tion. Drayage. 





WILKESBARRE, PA. 
MERCHANTS’ WAREHOUSE co. 
forwarding. 


Storage, transfer and 
The Quackenbush Co. 


The Legal End 








UST in the same manner in 
which The Traffic Service 
Bureau has made a reputation 
for furnishing technical data 
on traffic matters, so is it now 
prepared to assist patrons in 
handling the legal phases of 
their shipping business. 


HE Traffic Service Bureau 

is able to offer you the 
services of its legal. depart- 
ment, under the personal 
direction of our General 
Counsel. Wecan act either 
as consulting attorney or as 
attorney of record; we will 
handle your case from start to 
finish, or assist in the prepara- 
tion of such legal data as your 
own personal counsel may not 
have at hand. 


As in all other departments, 


your wants are our only 
limitations. 








The Traffic Service Bureau 
26 Jordan Building, Washington, D. C. 
Legat Department 








Directory of Transfer. Agents, 
Warehousemen, Custom House Brokers, etc. 





CATHCART TRANSFER 
& STORAGE CO. 


ATLANTA, 


GA. 





BALTIMORE TRANS- 












FER CO. 
Light & Lombard Sts. 
| BALTIMORE, MD. 





GREANEY BROS. 
88 N. 5th St. 


BROOKLYN, N. Y. 
PATE 


J. C. BUCKLES TRANS. 
co. 


217-219 W. 2d St. 
CINCINNATI, 





OHIO 





CLEVELAND STORAGE 
co. 


CLEVELAND, OHIO 





| BUCKEYE TRANSFER & 
| STORAGE CO. 


COLUMBUS, OHIO 





COLORADO WARE- 
HOUSE CO. . 
DENVER, COLO. 


i 





| DENVER TRANSIT & 
WAREHOUSE CO. 
| DENVER, 


COLO. 





E. S. BELDEN & SONS 
HARTFORD, 


CONN. 








| HARRISBURG TRANS- 
FER CO. 
| Pennsylvania Depot 
HARRISBURG, 








PA. 
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Freight Forwarders, 





| UNION TRANSFER & 
| STORAGE CO. 


INDIANAPOLIS, IND. 





DODD & CHILDS EX- 
PRESS CO. 
2 Exchange Place 
JERSEY CITY, N. J. 









| ADAMS TRANSFER & 
| STORAGE CO. 
228 W. 4th St. 


KANSAS CITY, 


MO. 








| CALIFORNIA WARE- 
| HOUSE CO. 


LOS ANGELES, 


CAL. 





| COMMERCIAL WARE- 
HOUSE CO. 
LOS ANGELES, 


CAL. 





PATTERSON TRANS- 
FER CO. 


MEMPHIS, 


TENN. 





| F. A. WALSH & CO. 
MILWAUKEE, 


WIS. 





_ MINN. TRANS. & STOR- 
| AGE CO. 
122 S. 5th St. 
MINNEAPOLIS, 


MINN. 





THE PECK & BISHOP 
co. 


NEW HAVEN, 


CONN. 
| 










| WARWICK - THOMSON 
co 








654-660 West 34th St. 
NEW YORK 












| OMAHA VAN & STOR- 
AGE Co. 


OMAHA, NEB. 








| PHILADELPHIA WARE- 

HOUSE CO. 
| PHILADELPHIA, 
“RR, 


PA. 


O. E. JONES 
PROVIDENCE, 


R. 1. 





| PROVIDENCE WARE- 
HOUSE CO. 


PROVIDENCE, R, I. 
EERE 





| BOWMAN TRANSFER §. 

| & W. CO. 
708 E. Main St. 

RICHMOND, 


VA. 








BROWN TRANS. & 
STORAGE CO. 
goo S. 6th St. 
_ ST. JOSEPH, MO. 
"“e 





| SEATTLE TRANSFER 
co. 
SEATTLE, 


WASH. 





| GEORGIA LIGHTERAGE 
& TRANSFER CO. 
GA. 


SAVANNAH, 





AMERICAN STORAGE & 
| MOVING CO. 
ST. LOUIS, 


MO. 












| THE TOLEDO WARE- 
| HOUSE CO. 

| 1309-19 Lagrange Street. 
TOLEDO, OHIO 














